


The success of chemical weedkilling is 
dependent not only upon an efficient 
weedkiller, but on how the 
weedkiller is applied. 

As pioneers in Railway weedkilling 

for over 25 years, our constant 
research into new chemicals 

continues side-by-side 

with the investigation 

of modern methods of 

application. 


The Chipman Service 
provides both the correct 
chemical formulation and 

equipment for the job! 


A 350 gallon weed spraying unit designed 
for use in marshalling yards. 


CHIPMAN CHEMICAL CO. LTD. 


2 CAXTON STREET, WESTMINSTER, LONDON, S.W.|I 


TELEPHONE: ABBey 5063 


Also at Trent Lane, Nottingham. Phone : Nottingham 52397. Morel Buildings, Stuart Street, Cardiff. Phone: Cardiff 28561 
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FITTED IN A FEW MINUTES 


Timken tapered-roller-bearing axleboxes are fitted to the axle 
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TAPERED-ROLLER-BEARING AXLEBOXES 
MADE IN ENGLAND BY 


BRITISH TIMKEN LTD 


DUSTON, NORTHAMPTON (HEAD OFFICE); DAVENTRY AND BIRMINGHAM 
Telephone: Northampton 4921-8 & 3452-3. Telex No. 31-620. Telegrams: Britimken Northampton Telex 
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Consulting Railway Users 


ORE unremunerative lines will have to be closed and 
more passenger train services that do not pay must 

be withdrawn—and soon—to effect economies urgently 
needed to enable British Railways to achieve financial 
equilibrium. Once the Regional managements have 
decided that the branches have no value as feeders, the 
public that uses the lines or services concerned must be 
consulted. Apart from the official Transport Users’ 
Consultative Committees set up under the Transport Act of 
1947, British Railways deal with a great many bodies, some 
of which have existed for many years, with which they are 
in touch as to matters concerning passenger and goods 
services, including their kind and quality, and possible 
withdrawals. These bodies include chambers of commerce, 
municipal corporations, and associations of season ticket 
holders and the like, and most of them are alert and active, 
and, we believe, reasonably aware of practical railway 
possibilities. So, in general, are the (English) Area, the 
Scottish and Welsh, and the Central Transport Users’ 
Consultative Committees, which deal not only with closings, 
but under a much simpler procedure, with suggestions and 
criticisms in general. In the matter of withdrawals of 
Services, however, the procedure involves hearing of 
objectors before the Area Committee and subsequent refer- 
ence of findings to the Central Committee, and thence, if 
agreed by that Committee, to the Minister of Transport 
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and to the British Transport Commission. Timetable 
alterations, if they do not fundamentally alter the character 
of the service, need not be referred to the Committees. 
The time taken first in arranging the hearing of objectors, 
in considering evidence, and in consideration of Area Com- 
mittee findings by the Central Committee and the Minister, 
is the main objection to the present procedure. The 
several committees include a representative cross-section of 
trade and industry. Scrutiny of their proceedings shows 
them not to be subservient to the nationalised transport 
industry, though, as might be expected of reasonable men 
who study the evidence, they tend to agree with the views 
of the railways and other transport undertakings. The 
Minister of Transport & Civil Aviation, Mr. Harold 
Watkinson, announced early in May, when the need for 
British Railways to realise economies to find money for its 
augmented wage bill became imperative, that he would 
confer with the Chairmen of the Transport Users’ Con- 
sultative Committees to see whether any improvements 
could be achieved in their procedure as to withdrawal of 
services. It now appears that the improvements are to 
take the shape of more frequent hearings of objectors by 
Area Committees, and, in general, more expeditious dealing 
with evidence and findings. Nothing more drastic seems 
planned. Potential objectors can help by facing realities 
and by not delaying matters by diehard refusal to forgo 
unremunerative railway or other public transport services. 
It may be that British Railways Regional managements 
also can draw up their plans more quickly. Economies 
are urgently needed, and no time must be lost. 


Mr. E. Leppard 


AN unusual presentation took place at Lancing Works, 

Southern Region, British Railways, on July 4. For 
the first time in the history of the works a presentation was 
made by the workshop staff to a member of the manage- 
ment. In the presence of an estimated 1,500 workers, 
Mr. E. Scarfield, B.E.M., Chairman of the Works Com- 
mittee, presented Mr. E. Leppard, retiring Assistant 
Manager, with a gold hunter watch and Mrs. Leppard with 
a gold wristwatch and bracelet. The presentation was 
made in recognition of Mr. Leppard’s 514 years of service 
at Lancing. Mr. Leppard, who joined the Works in 1907 
as a coachmaker’s apprentice, became Assistant Manager 
in 1948. During his long period of service at Lancing he 
has gained the confidence and affection of all ranks from 
that of the lowest grade to that of the Manager, Mr. C. E. 
Collins. Mr. Leppard, whose devotion to duty ignored the 
length of his working day, gained the especial esteem of the 
men with his constant accessibility, a state which continued 
in his successive promotions. His career is an example of 
first-class liaison and co- operation between management 
and works staff and there is no doubt that his successor 
will benefit from the good relations in the creation of 
which Mr. Leppard played so prominent a part. He is an 
example of the railwayman whose devotion to duty results 
in benefit to both staff and management. 


Further Scottish Region Train Alterations 


FREPLACEMENT of steam by light diesel trains; curtail- 

ment of some Glasgow steam suburban services; and 
withdrawal of lightly loaded stopping trains are three ways 
in which the Scottish Region is effecting economies 
additional to its recent cuts in Sunday services. Details are 
given on another page. Replacement of the remaining 
steam trains between Aberdeen and Ballater was to be 
expected. The former Caledonian main line between 
Glasgow Central and Edinburgh Princes Street is now 
worked by twin diesel units, as opposed to the “ inter- 
city” sets on fast services over the old North British 
main line between Glasgow Queen Street and Edinburgh 
Waverley. A third application of diesel is to stopping 


trains between Waverley and Dundee Tgy Bridge and 
between Glasgow Buchanan Street and Thornton; whether 
traffic will increase is doubtful, for some of these trains 
are very poorly patronised, but operating costs will be cut. 
Withdrawal of the Cathcart Circle and other Glasgow local 
services after business hours doubtless was inevitable. 
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First Diesel-Electric Running Shed for S.A.R. 


THE first diesel-electric locomotive running shed of the 

South African Railways which is now nearing com- 
pletion at Germiston appears to follow the lines of other 
sheds built recently in other parts of the world. In view 
of the lack of experience in South Africa it is probable 
that the management has conformed to established prac- 
tice, and to some extent the recommendations of the Inter- 
national General Electric Company, from which 45 Univer- 
sal diesel-electric locomotives have been ordered for the 
S.A.R. and 17 delivered. The shed is divided into two sec- 
tions, one for maintenance work and the other for repairs. 
The repair section is being equipped with two 25-ton cranes 
which indicates that complete engine and generation unit 
repairs will be undertaken. Lubricating oil will be stored 
in three 5,000-gal. tanks inside the sheds and pumped to 
the various remote controlled dispensing points. Shortly 
after the G.E. units were ordered, a team of 22 S.A.R. 
technical staff, headed by Mr. E. A. Fenske, Mechanical 
Engineer (Diesel Traction) was sent to the U.S.A. to study 
the locomotives. After an intensive course on diesel main- 
tenance and repairs, the members of the mission are now 
giving instruction to other staff selected for diesel working. 


L.M.R. Traffic Organisation Takes Shape 


IVE of the six Divisional Traffic Managers’ offices in 
the London Midland Region of British Railways, set 
up under the new traffic organisation outlined in our issue 
of June 14, 1957, have been inaugurated in the last few 
weeks, as recorded on another page. The opening of the 
sixth, at Birmingham, depends largely on arrangements to 
be made in conjunction with the Western Region, which 
also serves the Birmingham area, and is in process of form- 
ing its own traffic organisation. Earlier this week we 
inspected the headquarters, in Finsbury Square, of the 
Divisional Traffic Manager, London, Mr. R. L. E. Law- 
rence. The excellently furnished and decorated offices 
should increase efficiency in dealing with a hard problem. 
Unlike the traffic managements in the Eastern Region, in 
which the “ line * organisation follows the lines of railway, 
so simplifying the problem, the London Midland Divisional 
boundaries cut across railway routes. Unlike the North 
Eastern and Western Regions, in which the Divisions 
are, or are to be, territorial, the L.M.R. is not a unitary 
system. Mr. Lawrence has jurisdiction over the southern 
extremities of the former London & North Western, 
Midland, and Great Central Railways—with certain 
additional complications. There are many administrative 
problems to solve—apart from the main purpose of the 
re-organisation: to capture traffic and handle it better. 


Good B.T.C. Advertising Results 


HE British Transport Commission has published 
detailed figures relating to the amounts spent on its 
advertising sites during 1957. This is the first time that 
any information has been released on expenditure in the 
important field of transportation and outdoor advertising. 
The new “ Transad ” expenditure figures give the amounts 
spent on British Transport Advertising sites by 31 major 
businesses or product groups, ranging from tyres to travel 
and footwear to football pools. The summary goes 
further, however, by breaking down the figures to show 
exactly how much each business or group allocated to 
five different types of media. These are sites on British 
Railways, London Transport, Provincial and Scottish buses, 
and delivery vans. A noticeable feature is the popularity 
of the Commission’s sites among the manufacturers of 
drinks, alcoholic and otherwise. A total of £427,000 was 
spent on this type of advertising, £260,000 of which went 
on London Transport sites. Food and food beverages 
came next (£375,000). Entertainments, including cinemas 
and theatres, accounted for another £265.000. Football 
pools paid out a little more than a normal “ first dividend ” : 
£79,000. British Transport Advertising is the world’s 
largest contractor in outdoor advertising sites. Its gross 
receipts for 1957 were £3,131,000 and net receipts £1,934,000 
which points to considerable efficiency and enterprise. 
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Transport of Perishables in South Africa 


MEPASURES now being introduced by South African 
Railways to improve the conveyance of perishable 
products and livestock show the importance placed on this 
type of traffic by the railways. The S.A.R. carries much 
livestock and perishable products daily over long distances 
throughout the Union and South West Africa, in very hot 
weather in several districts at certain times of the year. A 
special 24-hr. control is necessary on wagon allocations, 
running times of trains, train connections, and the 
delivery of consignments. Apart from better control of 
the running times of trains carrying perishables and the 
improved facilities provided on different sections to speed 
up trains, arrangements have been made for the grouping 
of consignments of fruit and vegetabes for distant markets 
so that traffic from the Transvaal Lowveld areas, for 
example, can be consigned in bulk from Pretoria. Im- 
provements are being made in the different types of 
refrigeration wagons; one of the experiments being carried 
Out is to determine whether fruit wagons can be effectively 
ventilated by fans. 


Uganda Cut-Off Line to Reduce Costs 


E‘S! AFRICAN Railways & Harbours plans to improve 

its competitive position by reducing the operating costs 
of long-distance traffic and shortening the distances between 
the three main centres in Uganda: Tororo, Jinja, and Kam- 
pala, by a cut-off line 53 miles long. The project has been 
approved in principle by the East African Transport Advi- 
sory Council. The new line is to run from Bukonte, near 
Nsinze in eastern Uganda, to Jinja; it will reduce the length 
of the through railway route to Kampala by just over 40 
miles, and will become part of the main Uganda line, re- 
placing the Nsinze-Mbulumuti-Jinja section, which will 
then serve as a branch. The proposed route, which is 
through fairly easy country, was surveyed in 1926. Since 
then there has been considerable development in the area, 
and a further survey will be carried out towards the end of 
this year to establish the final alignment. The gradient will 
be up to a maximum of | in 100 and construction and faci- 
lities provided will be up to main-line standards. The work 
is expected to cost over £1,000,000. No date has been 
announced for starting construction. 


The Viva Shield for Transport 


THE Worshipful Company of Carmen is the London 
City guild which represents transport. It is fitting 
that the company should have decided to award each 
year a shield, gold medal, and citation to the individual, 
company, or corporation deemed to have contributed 
most notably to transport progress. The shield is known 
as the Viva shield, connoting the vitality and progress 
associated with the subject. The first award is in respect 
of the year 1957. The recipient is Dr. E. M. Dodds, 
a member of the Technical Sales Department of the Esso 
Petroleum Co. Ltd., mainly in recognition of his work 
on low-viscosity lubricating oils in diesel and petrol 
engines and transmission units. This has resulted in 
immense savings in running costs and wear-and-tear to 
all operators of small diesel and petrol engines; many rail- 
ways have profited which in recent years have begun to 
use automotive type diesel engines and transmissions. Dr. 
Dodds has performed other research work, including the 
application of the cathode ray tube to general engineering 
problems. The shield is to be presented to him at the 
Tallow Chandlers’ Hall, in the City, on July 30. 


Trends in Container Traffics 


THT an increasing proportion of its traffic will have 

to be carried by road-rail and road-rail-sea modes of 
transport to compete with the service offered by road and, 
in some cases, air transport operators, is fully realised by 
British Railways. The obstacles to providing an effective 
competitive service include the problem of determining 
the volume of traffic to be expected, and also any changes 
in the requirements as to the size and weight of consign- 
ments likely to occur in traffic within Great Britain and to 
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and from Ireland and the Continent. The British Railways 
standard type of container and its predecessors have 
existed in the present form for some years; and the basic 
design of containers will probably have to be altered in 
the light of changing traffic needs. What may well set a 
standard is the Northern Aluminium Company prototype 
500-cu. {t. container, described on another page. The main 
features are a space/load ratio of 100 cu. ft. per ton, a 
flat top, and vertical stacking facilities, all of which are 
thought by the designers to be in line with future container 
traffic trends on British Railways, rail, road, and sea 
services. As we commented on June 20, this design will 
be compared with the 50 Park Royal general-purpose all- 
aluminium alloy containers for British Railways, recently 
described. Direct comparison is difficult, however, and 
may be misleading; the Park Royal containers seem to have 
retained the basic design features of the standard wood/ 
steel composite construction, such as a rounded roof and 
even down to tongue-and-grooved planking, merely sub- 
situting alloy equivalents to the former counterparts. On 
the other hand, the Northern Aluminium design is the 
result of a fresh approach to the problem, and seems 
likely to prove more versatile. Also, in the event of damage, 
it may well prove more simple to repair. 


Stores Reorganisation on the Southern 
from July 1 this year, the Stores Department of the 


S 

A Southern Region of British Railways has_ been 
reorganised and re-named the Supplies & Contracts 
Department. Mr. R. L. P. Cobb, previously Stores Super- 
intendent, now becomes Supplies & Contracts Manager. 
Mr. W. Featherstone, previously Assistant Stores Super- 
intendent, has been appointed Supplies Officer, and Mr. 
J. B. Owen becomes Contracts Officer. These and other 
appointments are listed in this week’s Personal Section. 
The Department now is divided into two sections. That 
under the Supplies Officer will cover the existing functions 
of the Stores Department. The other, under the Contracts 
Officer, will deal with works contracts. The new 
Regional organisation is in line with that established at 
the British Transport Commission. It is obviously an 
attempt to expedite decisions and to relieve to some extent 
the burdens which have had to be borne by technical 
Officers in the carrying out of the railway modernisation 
plan. The success of the new arrangements will be in 
proportion to the measure in which these officers are 
relieved of detail work. 


Twelve-Coupled European Locomotives 


T the end of last year was withdrawn from service 
what was probably the last 12-coupled adhesion 
steam locomotive in Western Europe. This was 2-12-0 
No. 659.29 of the Austrian Federal Railways. Karl 
Golsdorf built his celebrated four-cylinder compound 
2-12-0 for the Austrian railways in 1911, but this was 
scrapped in 1927. The locomotive just withdrawn was one 
of a batch of 44 engines built by Maschinenfabrik 
Esslingen between 1917 and 1924 for the Wiirttemberg 
State Railways and the German State Railway, originally 
for heavy freight trains on the | in 40 Geislingen bank 
between Stuttgart and Ulm. All of them lasted until the 
war of 1939-45, when they were drafted to the Austrian 
Siidbahn, mainly for work on the south bank of the 
Semmering, which does not have the sharp curves of the 
north side. In 1945 six of the engines were taken away to 
Hungary, two taken away by the Russians, and others 
went to Jugoslavia. Nineteen were left to the OBB, but 
in view of their age and complication, and the general 
success on both sides of the Semmering of the wartime 
2-10-0 engines of class “‘ 52,” the 2-12-0 type was gradually 
withdrawn. Probably they were the longest lived of all 
12-coupled engines, certainly among tender types; but in 
regard to tank types there were the 0-12-OT and 2-12-4T 
classes in Bulgaria, dating from 1922 and 1931, and the 
2-12-2T class in Java (1912), the present state of which is 
unknown. An illustration of the last Austrian locomotive 
is reproduced in the Scrap Heap this week. 
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Last Stronghold of Steam in the U.S.A. 


O§ all the Class 1 railways in the U.S.A., the Norfolk 
& Western has been the last to stick doggedly to 
steam power, and probably established higher standards 
of efficiency for steam locomotive operation and mainten- 
ance than any other railway in America. The inevitable 
happened in 1955, with the introduction of the first 
general-purpose diesels on the 115-mile Lynchburg - 
Durham line. The result is reported to have been a cut 
of 368 per cent in operating costs. The Shenandoah 
Division was next turned over to diesel haulage. It was 
formerly worked by large articulated Mallet compounds 
of the “ Y6” class, the equivalent of each of which in 
haulage power was two-and-a-half 1,200 or 1,500 h.p. hood 
units; here also the economies have been about 30 per 
cent. Over the 238 miles between Roanoke and Hagers- 
town the diesels save about 50 cents a 1,000 gross ton- 
miles compared with the Mallets, or roughly $1,000 on 
every freight train round trip. Consequently, diesels are 
to replace all the remaining Norfolk & Western steam 


locomotives as soon as the serviceable mileage of the 
latter ends. 


Users’ Views on Merchandise Charges 


COMMENT on the way in which the British Railways’ 

merchandise charges scheme has been working has 
been tardy. The scheme has been in force for slightly over 
a year, but practically nothing informative has been said 
by railway managements or users. Now the Association 
of British Chambers of Commerce, through its 100 affiliated 
chambers of commerce, has completed an inquiry. The 
object, it is stated, was to obtain first impressions on the 
functioning of the scheme at the end of its first year. 
The Association rightly points out that as many excep- 
tional rates still apply the real effects are only just begin- 
ning to be felt; and that still more time must be allowed to 
elapse before any accurate assessment can be made of all 
implications. 

The attempt to obtain an overall picture was perhaps 
premature in view of the slow progress made in applying 
the charges scheme and of the newness of such 
re-organised traffic managements as are functioning. Nor 
can the replies from only 700 firms, unless carefully 
chosen as representative, afford an accurate conception. 
The London Commercial Service of British Railways main- 
tains liaison with some 17,000 clients in the London area 
alone on behalf of all six Regions. 

Chambers of commerce were asked to answer six ques- 
tions designed to test whether, from the users’ point of 
view, the far-reaching changes in quoting and applying 
railway freight charges were operating smoothly, and 
whether the railways had been able to attract new traffic; 
700 firms took part in the survey. The Association believes 
that the results show first, that although the re-organisation, 
after the introduction of the scheme last July is almost 
complete, and the railways are showing “a more commer- 
cial outlook,” they still have a long way to go, as regards 
rates and standards of service, to compete effectively with 
road transport; and, second, that the scheme is operating 
smoothly, and users, as a whole, are experiencing few diffi- 
culties, except in obtaining “on the spot” quotation of 
rates; this, it is stated, and the quotation of high rates at the 
start of negotiations lead often to delays and consequent 
loss of traffic. Summaries of answers to a questionnaire 
addressed to the 700 firms, on the whole show fair-minded- 
ness, though there is some unreasonable criticism of rail- 
way practice. To the question whether the “ railways in 
your area re-organised completely their organisation and 
charging procedure” so that the scheme is working 
smoothly, the replies show a general feeling that the re- 
organisation has been of benefit, that teething troubles have 
been overcome, and that the scheme is working smoothly. 
It is admitted that as many exceptional rates still operate, 
the real effects of the scheme are only beginning to be felt. 

Asked whether British Railways were more “ competi- 
tive and commercially minded” in regard to rates and 
services, the firms replied that the railways had become 
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more commercially minded, but were not yet competitive 
as regards rates compared with road hauliers. The Asso- 
ciation reports that there is evidence in some replies of 
more competitive rates being offered, specially in classes 
of traffic which the railways wish to attract. Without much 
detail, which is not available, it is impossible to assess 
the value of this statement. The firms questioned admitted 
an improvement in service. A marked change is reported 
in selling technique, but the Association reports a general 
opinion that the railways “still have far to go in the 
field of quoting competitively for rates and in service.” 
There is still a fairly general complaint that the delegation 
of authority as regards rates to District Officers is not 
operating as was expecied from the traders’ side. Fre- 
quently the comment is made that there is no ready “on 
the spot” quotation of rates without reference to 
headquarters; this has led to delays and loss of traffic. 
Here again, it is difficult to comment without detailed 
knowledge of the circumstances. The feeling as to dele- 
gation of rate quotation is important. A good many people 
were given to understand that the operation of the charges 
scheme would result in quick “on the spot” quotations. 
They are to some extent justifiably disappointed. It is 
very hard to judge how far operation of the scheme in the 
matter of quotation was expected to synchronise with 
delegation of authority under the re-organisation of traffic 
management in four of the six Regions—in some of which 
it has barely begun to take effect at levels lower than 
District Headquarters. ~ 

The Association inquired of firms whether there was any 
evidence of traffic being either won back by the railways 
from the road, or, conversely, being lost by the railways 
as a result of the new Scheme. Evidence indicates a feeling 
that no marked change has taken place. The trend is 
believed to be “in favour of road transport on account of 
service and less handling, even where cost is equal or lower 
by rail.” The comment was frequently made by many 
concerns that they used the railways little; they were not 
interested in the railways or the new charges scheme. 
Traffic continued to be lost to road, in the words of the 
Association “on rate, speed cr delivery, less handling, 
fewer breakages, and general service. Small consignments 
were being lost because of high rates and traffic generally 
through increased demurrage charges.” The practice of 
indicating high rates at the start of negotiations is reported 
to have resulted in no further interest being taken by a 
potential buyer of transport. The present recession in 
trade, however, makes the replies to this question difficult 
to assess. Presumably all these points have been familiar 
for some time to railwaymen at all levels and have been 
taken to heart. They should be treated as a stimulus to 
greater effort. 

Answers to a question as to any special difficulties ex- 
perienced under the new scheme show that the main diffi- 
culties are the increased charges for returned empties and 
the checking of accounts; comment again is made on the 
abnormal length of time taken to quote rates and again 
the initial quotation of high rates, and high demurrage 
rates are also mentioned. To the question whether they 
had any evidence that locai railway officers were using 
the Wagon Guide Scale as a rigid charge list, the majority 
of replies were in the negative. This result, as the Asso- 
ciation observes, should be interpreted with caution. Some 
of those replying in the negative did so because they are 
being charged their former exceptional rates; and many 
answering in the negative were small firms, which do not 
perhaps recognise the charges they receive as Wagon Load 
rates—which scale is not made available to the public. 

A final question was whether the new published Small 
Consignment Scheme was creating any problems. The gen- 
eral opinion is that the present “Smalls Scale,” as a 
publication is convenient, handy, and an improvement, 
but the level of charges in the main, is considered high— 
even extortionate in some cases—an unreasonable com- 
plaint, in view of the cost basis. In other replies, where 
the firms’ traffic was previously highly classified because 
of value, the level appears satisfactory. Some firms report 
difficulty in checking their charges as the relevant distances 
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are not published, and can only be obtained by reference 
to stations—also an unreasonable criticism. There is a 
feeling that, in not allowing cartage rebates from the scale, 
where such services are performed by traders, the railways 
are being unfair. Here again the railways must be allowed 
to judge their own interest; there is no question of “ fair- 
ness,” only one of commercial expediency, which cannot 
be judged except in full view of the circumstances. 

The Association has certainly tried hard to obtain an 
accurate picture. What has emerged is not very clear. 
It is evident, however, that railway managements and rail- 
waymen must strive hard for traffic. Whether the railway 
traffic organisations now in being, or planned, are flexible 
enough, as in the matter of quoting rates, is debatable. 
Development of electronic techniques doubtless will 


facilitate quick reference to headquarters and rapid 
quotations there. 


Increased Traffic in Rhodesia 


i CONOMIC development and prosperity in the Federa- 

tion of Rhodesia & Nyasaland, and more especially in 
the Rhodesias, are having their effect on the Rhodesia 
Railways, which are doing a great deal to improve their 
service, including provision of new equipment. Increased 
traffics are apparent in preliminary traffic figures for 1957- 
58 sent us by the General Manager, Mr. J. W. S. Pegrum, 
To bring it into line with Government practice the 
Rhodesia Railways financial year will henceforth terminate 
on the last day of June. Arrangements are being made to 
enable figures which will be prepared for the present 15- 
month period, to be compared with those previously pub- 
lished in the railway reports. 

By moving a record total of 11,682,812 tons in the year 
ended March, 1958, the annual tonnage of goods carried 
has almost trebled since ‘the Rhodesia Railways were 
nationalised in 1947. The comparable tonnage for the 
preceding 12 months was 10,778,247. Throughout the 
year the system is stated to have been able to meet public 
demand, though towards the end of the year mineral traffic 
was runing at a somewhat lower level than in earlier 
months. Nearly 3.700,000 paying passengers were con- 
veyed, against some 3,400,000 in the previous year. There 
was a Slight increase in the number of first class journeys. 
The number travelling third class showed a substantial 
increase over 1956-57 rising from 193,000 to nearly 
212,000; the larger number in this class and the far 
larger rise of nearly 250,000 in fourth class passengers 
from 3,000,000 to 3,262,000 is an indication of the increas- 
ing standard of living of the Africans who usually travel in 
these classes in Rhodesia. 

A good barometer of the prosperity of the Federation is 
the volume of general goods traffic. The total tonnage 
rose from 4,374,000 to 4.816,000 tons. Nearly 3,800,000 
tons of coal and coke from Wankie were carried; the 
corresponding figure for the previous year was 3,600,000. 
Not only is this coal figure a record, but records were 
broken for almost all other minerals: copper, copper ore 
or concentrates, chrome, asbestos, limestone, lithium, and 
zinc. Copper railings were 631,700 tons (against 580,200, 
itself a record); chrome ore 760,700 (712,700, a record); 
asbestos 126,300 (122,500, a record); and copper ore or 
concentrates 529,000 (358,800); and limestone 528,000 
(476,400, a record). At the end of last March there was 
about 160,000 tons of chrome ore on the stc”.. = dumps at 
Beira. In view of these increases it is not surprising that 
the previous record tonnage for all minerals was again 
broken; apart from coal the total for the year was 
2,900,000, compared with 2,590,000 for 1956-57. Once 
again traffic in liquid fuels and lubricants imported via 
Beira and Lourenco Marques was a record. The figure up 
to March was 114,300,000 tons, compared with 111,000,000 
in the 12 months up to March last year. 

Locomotives covered record mileages, as has been 
recorded in our pages. The increase was from 15.700,000 
to 15,800,000; of this latter figure 1,727,000 miles are 
attributed to diesel-electric locomotives. 
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New South Wales Government Railways 


We have received from Mr. N. McCusker, Com- 

missioner for Railways, New South Wales, a copy of 
his report on the operations of the Department of Railways 
for the year ended June 30, 1957. It is well compiled with 
several informative graphs and excellent illustrations in 
colour and half tone, and indicates the extent to which the 
department relys on British builders of railway equipment. 

During the year the total number of steam locomotives 
decreased from 1,160 to 1,141. This was brought about by 
the removal from the books of 24 “55” Class and the 
addition of five new Garratt locomotives. The average 
number of steam locomotives working was 1,019 compared 
with 1,053, a decrease of 34. At the end of the year under 
review there were six G.M. diesel-electric locomotives in 
stock compared with five at the end of the previous year. 
The locomotives ran 941,496 miles, compared with 317,552 
miles, an increase of 623,944 and hauled 383,131,455 ton 
miles compared with 119,011,161 ton miles, an increase 
of 264,120,294. 

Of the stock of 10 B.T.H. diesel-electric locomotives, 5-83 
were counted working during the year compared with 5:33 
during the previous year. They ran 175,987 miles com- 
pared with 155,501, an increase of 20,486, and hauled 
35,875,354 ton miles, compared with 32,124,089, an increase 
of 3,751,265. 

In recent years much of the higher rated traffic has been 
lost by the railways, mainly because road operators are 
usually not classified as common carriers and are therefore 
in a position to select only those classes of traffic which 
give a highly profitable return. ot 

The railways have not been slow to meet this competition 
and in this regard special freight rates have been quoted to 
rail users in those areas most susceptible to other forms of 
competitive transport. At the same time, with the gradual 
improvement in railway operating facilities, action has 
been taken to reduce operating costs and, by this means, 
the railways have been successful in holding traffic against 
other forms of competition and have regained much of the 
business that had previously been lost. 

A system of specialised loading has been introduced at 
Darling Harbour and Newcastle for transport of general 
goods at competitive rates to a number of country towns. 
Under this system railway wagons are loaded to maximum 
carrying capacity and given overnight transit to destinations, 
where unloading and delivery into stores is usually arranged 
on the day after loading. This working, usually referred 
to as bulk loading, ensures the regular and quick movement 
of goods with reduced damage or loss and, at the same time, 
gives substantial savings in handling costs. It has met with 
the approval of all clients and will be extended to other 
country towns in due course. 

The reconstruction of the signalling in Maitland Yard 
consequent on the 1955 floods was completed when the 
new signalbox was brought into use in August 1956. The 
new box, which is centrally located and replaces the old 
North and South signalboxes, is unique in New South 
Wales, being erected on steel columns 20 ft. above rail level. 
This was necessary to safeguard the control and power 
equipment by placing it above reach of future flood waters. 
The extremely soft ground presented many problems in 
the construction of the box, which were overcome by 
erecting it on a concrete raft 40 ft. 15 ft. 8 in. supported 
on 15 rail piles driven to depths varying from 30 ft. to 
53 ft. Plug-in relays were used for the first time in New 
South Wales and were largely responsible for reducing the 
size and weight of the signalbox. 

The major work of electrifying the Western line from 
Sydney to Lithgow on the 1,500-V. d.c. system was com- 
pleted sufficiently to enable all services on this section to 
be operated by electric traction on and from June 9, 1957. 
Two steam locomotives were previously required on this 
section for the slow haulage of passenger trains and the still 
Slower haulage of heavy freight trains. Electrification 
made it possible for one locomotive to haul these trains 
up the | in 33 grade at speeds from 30 to 40 m.p.h. 

In face of rising costs the railway service is intensifying 
its drive to secure increased efficiency and more business 
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by unremitting search for better methods of operation 
and, at the same time, the problem of meeting the changing 
requirements of transportation and maintaining operating 
expenses in proper relationship to gross revenue is being 
kept under constant review. 

Earnings for the year amounted to £78,688,602, an 
increase of £3,302,496 on the amount for the previous year. 
Working expenses, totalled £75,351,603 resulting in a 
profit on operations of £3,336,999. Some of the principal 


results and those of the preceding year are compared 
below : — 











-- | 1956-57 | 1955-56 
Total miles open .. nA an <= 6,103 6,103 
Earnings .. ox Be a ..| £78,688,602 £75,386,106 
Working expenses a cca ..| £75,351,603 £74,904,373 
Balance... - pa Ss + ..| £3,336,999 £481,773 
Percentage of profit to capital invested ‘ ‘| £1, 6s. 2s. 4s. 
Percentage of working expenses to earnings .. 95°76 99°3 
Earnings per average mile open mat ate £12,893 £12,352 
Working expenses per mile open é £12,346 £12,273 
Return per average mile open .. £547 £79 
Passenger journeys aff -| 263,136,494 280,469,989 
Goods tonnage a 18,142,441 18,055,710 


An amount of £1,000,000 was received from the Govern- 
ment as a contribution towards losses on working of 
country developmental lines and an amount of £800,000 
was received as a contribution towards payments due by 
the Department to the Government Railways Superannua- 
tion Account, making the net receipt £5,136,999. 


Melbourne Suburban Developments 


BETWEEN 1947 and 1956 the population of Melbourne 

increased from 1,226,400 to 1,649,000, equivalent to 
nearly half-a-million in a decade. The corresponding resi- 
dential development has been mainly in the eastern and 
south-eastern outer suburbs, served by two groups of 
Victorian Railways lines bifurcating at Richmond, 14 miles 
east of Flinders Street Station. What is known as the 
Box Hill group continues eastwards and north-eastwards 
through Burnley, Camberwell, and Box Hill, to Ringwood, 
with branches to Glen Waverley from Burnley and to 
Alamein from Camberwell. Beyond Ringwood one line 
continues eastwards to Upper Ferntree Gully and Gem- 
brook, and another turns north-eastwards to Lilydale, 
whence there are extensions to Warburton and Heanes- 
ville. This group alone represents about 105 route-miles 
of line. 

The second or Caulfield group extends south-eastwards 
from Richmond via South Yarra to Caulfield and onwards 
(a) to Oakleigh and Dandenong and (hb) to Frankston and 
beyond. The already heavy traffic to and from the beaches 
area of Brighton and Sandringham also uses this group’s 
route as far as Richmond and South Yarra. Moreover, 
both groups carry traffic to and from country areas, 
notably Gippsland and the coast. 

Consequently, it has now become impossible to provide 
the frequency of service and fast running essential in the 
rush hours over existing tracks, especially between Flinders 
Street and Richmond, the section carrving the whole traffic 
of both groups. From Flinders Street to Jolimont Junc- 
tion, 67 ch., six pairs of tracks are available, but onwards 
to Richmond there are only three pairs, each independent 
of the other two pairs, there being no crossovers even at 
Richmond. There the northern pair continues to Box Hill 
group stations and the other two pairs swing southwards 
to serve the Caulfield group and Sandringham lines. 

Work is now in hand to provide four more tracks to 
and through Richmond, two to reinforce each group; but 
the actual widening in hand is on the south side of the 
existing tracks. The present Richmond station has two 
outside and two island platforms situated on curves as 
sharp as 28-ch. rad., and it is closely confined between 
Stewart Street (north), Swan Street (south), and Punt Road 
which passes under the tracks at its west end. The existing 
station site also abuts right on to Swan Street and at too 
acute an angle to it to allow of any widening. It was 
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decided, therefore, to construct a new station about 10 ch. 
nearer to Flinders Street. This has the advantage of being 
clear of the curves and in a position where there is ample 
room for extension on the Swan Street or south side. On 
the other hand, the new site involves crossing over Punt 
Road on a reconstructed underbridge in the centre of the 
Station. 

To provide modern highway clearance over this busy 
road, the bridge is having to be built 5 ft. higher, despite 
the fact that the local authorities are lowering the levels 
of this road and Swan Street. This involves raising rail 
level throughout the station area by S ft. The redesigned 
bridge has larger spans giving greater roadway width. 

A considerably more important construction work in- 
volved. however, is the rebuilding of the big skew bridge 
over Swan Street, just beyond the existing station and 
before the routes bifurcate. As well as being required to 
carry four extra tracks, this bridge was found to have 
deteriorated so much as to require repairs involving major 
reconstruction works. Such repairs would also have 
entailed both kerb-line and a central pier in the old and 
new structures respectively, complicating road traffic which 
is heavy and includes trams. A further complication was 
the necessity for raising this bridge as the 5 ft. higher level 
of the tracks at Punt Road bridge could not be run out 
in the short distance to Swan Street, if the old level was 
retained there. It was therefore found inevitable to re- 
construct Swan Street bridge, and the approved design 
includes single truss spans of up to 143 ft. in length at a 
skew of 53-60 deg., and with an extra 6 ft. headroom. 
So it will be seen that a number of complicated works are 
in hand, made more difficult by the density of traffic both 
rail and road, and involving a high degree of engineering 
skill. A description of them in an article on another page 
makes this even clearer, and its map and diagrams will 
assist in explaining the position outlined above. 








The Downward Trend of Freight Train Traffic 


(By a correspondent) 


THE precipitate decline in freight traffic originated by 

British Railways was checked to some extent in the 
fifth four-week period of the year to May 18. The total 
tonnage of 19,914,000 was 1,069,000 tons, or rather more 
than 5 per cent, below 1957 forwardings. In 20 weeks to 
the same date a total tonnage of 102,621,000 was 9,059,000 
tons below last year’s figure, a fall of 8-1 per cent. Com- 
pared with the good traffic year 1953, tonnage handled in 
four weeks to May 18 was down 3,212,000 tons, or 13 per 
cent, and in 20 weeks there was a decrease of no less than 
11,523,000 tons, or 10 per cent. 

The hold of the railways on merchandise and livestock 
business weakens alarmingly. A tonnage of 3,013,000 in 
the fifth period was 275,000 short of last year’s figure (8 per 
cent) and 896,000 tons below the 1953 level (22 per cent). 
Minerals showed a startling decline from last year of 
848,000, or 16:5 per cent, to 4,293,000 tons; compared 
with 1953, the loss was less at 751,000 tons, or 14 per cent. 
There was a small increase on 1957 of 54,000 tons in coal 
class traffic, but loadings of 12,608,000 tons were 1,565,000 
tons less than in 1953, a drop of 11 per cent. 

In the four weeks to May 18 the railways worked 1,539 
million ton-miles, 59 million (3-7 per cent) fewer than in 
1957. Merchandise ton-miles were 7-4 per cent down and 
mineral ton-miles 13-6 per cent lower, but coal class miles 
were up 30 million, or 4-2 per cent. This advance was 
out of proportion to the rise in tonnage, presumably owing 
to the average haul being longer. Over 20 weeks to 
May 18 the railways worked 7,746 million ton miles, a 
decrease of 885 million, or 10 per cent, from 1957 and of 
1,260 million, or nearly 14 per cent from 1953. Merchan- 
dise accounted for 53 per cent of this decrease from 1953 
ton volume. 

Unfortunately the advance statement of traffic receipts 
for the next four-week period to June 15 records losses in 
revenue of 12 per cent from merchandise, 16 per cent from 
minerals, and 1:6 per cent from coal and coke. The 
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resultant fall in traffic volume will spoil railway Operating 
results for the first half of 1958. Apparently this country 
has aggregate transport facilities of all types available 
which exceed the requirements of trade and industry for 
the internal movement of goods, minerals, and coal. 








Letters to the Editor 


(The Editor is not responsible for opinions of correspondents) 


Passenger Timetable Alterations 


July 4 

Sir,—For the recent winter service the monthly “ Altera 
tions to Passenger Services ” pamphlets for the six Regions 
of British Railways totalled 409 closely printed pages by 
May, 1958, and all this for services introduced only some 
seven months previously! Already there are signs that 
this year will eclipse all records for a summer service—as 
witness the 62 pages of the Western Region pamphlet for 
June 30. Apart from the labour and printing costs in- 
volved, many purchasers of the timetables never obtain 
the pamphlets; experience shows that though issued free 
they are generally very hard to come by. 

If a service must be amended, one might expect that all 
implications of the proposed change would be foreseen and 
adequate notice given—that the actual contents of the 
pamphlets would be beyond reproach. That this is not the 
case is well illustrated by recent examples taken at random, 

In the alterations for January, 1958, the London 
Midland Region announced an additional train at 12.3 p.m, 
(SX) from Warrington Central to Stockport Tiviot Dale. 
In May I went to travel by this train and was casually 
informed at the station that it had been retimed to depart 
at 12.35 p.m. When the summer timetable was issued on 
June 9 the train still appeared as 12.3 p.m. It is grati- 
fying to note that it is now retimed to 12.35 p.m. in the 
notice purporting to be effective from July 7. 

The same Region has just announced that the 6.15 p.m. 
(SX) Nottingham to St. Pancras will be retimed to run 
one min. later between Wellingborough and London. (My 
admiration for this meticulous timing is tempered by the 
reflection that on 15 journeys I have undertaken on the 
Midland line recently, in not a single case has the arrival 
been on time, the lateness ranging from four to 59 min.) 
Could not the announcement of this startling alteration 
have been delayed until the issue of the winter timetable 
in two months’ time? 

An example of a more serious nature may be quoted 
from North Eastern Region Table 2. In the current 
alterations pamphlet the 11.45 p.m. (Sundays) Kings Cross- 
Newcastle runs 5 min. later from York onwards. No 
alteration is made to the connectional arrival at Middles- 
brough, yet reference to the local table (Table 49) indicates 
that the connection shown is now actually missed by one 
min. Are we then to accept that all connectional times 
must be abandoned as unreliable as soon as the first 
monthly alterations have appeared? 

It may be argued that the introduction of new diesel 
services, economy cuts beyond the railways’ control, and 
adjustments in response to public request, will always 
necessitate alterations to the timetables. This is largely 
untrue; by careful and farsighted planning, by close co- 
ordination between the Regions, und by a renouncement of 
the traditional railway attitude that the public must be told 
as little as possible at the last possible moment, it should 
surely be within the power of experienced operating and 
timetabling staffs to devise a service which can be run for 
a few months without appreciable adjustment. 

Elementary business principles dictate that the timetables 
once printed should be interfered with only in cases of the 
strictest necessity. It is impossible to give adequate and 
timely notice of the hundreds of alterations now made 
every month. The simple answer is to eliminate them. 

Yours faithfully, 


; J. E. SHELBOURN 
18, Villa Road, Luton 
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THE SCRAP HEAP 


A Boom in 1898 


Stock Exchange values have again 
shown an appreciable advance during 
the past month. This factor had a bene- 
ficial influence on Home Railway 
debentures and Preference issues, while 
the more speculative stocks in the latter 
department have attracted more atten- 
tion owing to the rumoured alliance 
between the South-Eastern and the 
Chatham.—From “ The Financial 
Times” of June 25, 1898. 


Free Taxis for Stranded Passengers 

When a British Railways, Eastern 
Region, train broke down between 
Lavenham and Cockfield last week, on 
the line from Long Melford to Bury 
St. Edmunds, 20 passengers, including 
12 children, left the train, climbed down 
the embankment, and were driven eight 
miles to Bury in taxis provided free by 
British Railways. Two taxis each made 
two journeys. Connecting trains at 
Bury were held until the cars arrived 
Asked what the taxis cost, a representa- 
tive of the Eastern Region said “ We 
don’t know until we get the bill. It’s 
all part of the service.” 


Canterbury Belle ? 


Three hundred bishops queued at 
Victoria Station this morning for two 
special trains which took them to 
Canterbury for the opening service of 
the Lambeth Conference. Platform 7 
can seldom have known such a splendid 
concourse. Clerical suits worn with 
purple stock, and black espiscopal 
homburgs decorated with rosettes and 
ribbons, were the order of the day . 
most impressive was the stately posse 
of high priests of the Greek Orthodox 
Church black-eyed and bearded, in 
billowing robes, carrying gold-headed 


staves. Their tall hats, draped with 
cowls, vary in shade from pink to 
purple according to their rank. The 
trains contained both first and second 
class coaches. The bishops could sit in 
either for the same fare—From the 
“ Evening Standard,” July 3. 


Emergency Quacktion 


A train from Waterloo to Windsor 
pulled up a coach length away from a 
duck and her brood as they waddled 
down the railway line at Whitton, 
Middlesex. Passengers on the platforms 
waved to attract the driver’s attention 
as he slowed down at the station. A 
porter jumped down on to the track 
and escorted the duck and ducklings 
out of danger.—From the “ Evening 
News.” 


Caledonian “ Single” on Parade 


The famous Caledonian Railway 
4-2-2 locomotive No. 123 on July 5 
hauled a special train from Hamilton 
to Edinburgh conveying a Territorial 
Army contingent to the review by the 
Queen in the grounds of Holyrood- 
house, part of the T.A. golden jubilee 
celebrations. As a recruiting measure 
the T.A. authorities arranged for 
No. 123, in its Caledonian blue livery, 
to haul the special train. 


Informing the Public 


I have just been reading an, encourag- 
ing document sent to me by a pas- 
senger on the 66 p.m. train from 
Liverpool Street to Ilford. He found 
it on the seat in his carriage. The author 
is the Eastern Region Traffic Manager. 
He explains why an extra train cannot 
be added in the rush hour and gives 
details of an experiment in re-timing 
for the benefit of longer-distance travel- 





The last Western European \2-coupled tender locomotive, Austrian Federal 
Railways No. 659.29, withdrawn at the end of 1957, at Semmering Station (see 


editorial comment on page 35) 








lers which he hopes will not incon- 
venience the rest. As my correspondent 
remarks, what a pleasant change from 
the usual treatment of passengers. It 
certainly is, but then, I have always felt 
that one way to reduce the sniping at 
British Railways is for British Railways 
to take the customers rather more into 
its confidence.—From “ Peterborough” 
in “The Daily Telegraph.” 


Crew(e) Cut ? 


A thousand railwaymen at Eastleigh 
Carriage Works of British Railways 
stopped work for two hours because 
they may no longer be able to have 
their hair cut by railway employees, in 
railway time, and on railway premises. 
Southern Region officials had decided, 
after discussion with various unions, 
to close the barber’s shop at the works, 
which was set up during the war be- 
cause the men were working at such 
high pressure that they could not get 
to hairdressing saloons. About half-a- 
dozen other works in the Region also 
had barbers at one time, but Eastleigh 
is the only one that kept the facility. 
The two barbers were technically em- 
ployed as labourers at a basic rate of 
£7 11s. a week. 

A Southern Region official said . . . 
he believed that the men did make a 
“small payment.” The matter was still 
under active consultation —From “ The 
Times.” 

Blossom Beneath Broadway 
(See our July 4 issue) 
“ Over there” they’re not content 
With the New York Subway scent, 

For the air, the papers say, seems 

rather passé; 

So the scientific gents 
Carry out experiments 


To create an atmosphere a bit more 
classy. 


Scents to bear comparison 

With perfumes met in Paris on 

The Métro are the sort of thing they 
seek— 

Some solution satisfactory 

To this hiatus olfactory, 

Putting them in better odour, so to 
speak. 


Apple blossom seems the thing, 

But the blessed stuff won’t cling, 

For the perfume fails to linger in the 
air, 

Though you'd 
flowery 

Would be O.K. for the Bowery 

And at least an acquisition to Times 
Square. 


think a_ fragrance 


Though, so far, these perfumes pleasant 
nave proved sadly evanescent, 

The backroom boys will never, never 
tire, 

Till they’ve added their own tone 

To the day-to-day ozone 

In a Subway car they, too, may name 
Desire. 


A. B. 


4.0 
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OVERSEAS RAILWAY AFFAIRS 


INDIA 
Signal Workshop at Podanur 


A new workshop was brought into 
use recently at Podanur, on the Southern 
Railway, for both manufacture and 
repair of signal and telecommunication 
equipment. 


Training in A.C. Electrification 

Fifteen members of the staff of the 
Eastern and South Eastern Railways are 
now in France, where they are being 
trained in 50-cycle electrification tech- 
niques on the S.N.C.F. 


Ticketless Travel 

Over 400 passengers were detected 
recently travelling without _ tickets 
during a surprise check at Ballygunge 
Station, near Calcutta, on the Eastern 
Railway. The check began early in the 
morning. Of the 402 persons detected, 
288 were allowed to proceed after they 
had paid excess fares on the spot. The 
rest were charged before a_ special 
magistrate’s court; in some cases fines 
were imposed of Rs. 75 (or 75 days’ 
imprisonment), the maximum _ punish- 
ment. Twenty-five people paid fines on 
the spot amounting to Rs. 654. Had 
they bought their tickets before travel- 
ing, it would have cost them Rs. 14. 
Checking was done in the presence of 
a strong force of railway police. 


NEW ZEALAND 


New Road Service Terminal 


Mr. M. Moohan, the Minister of 
Railways, recently opened the Govern- 
ment Railways’ new road services ter- 
minal at Hamilton. The terminal build- 
ing, measuring 131 ft. in length and 


45 ft. wide, includes a large combined 
booking hall and_ writing room 
with open counters to the book- 


ing office, a refreshment service, and 
a bookstall. A parcels office on the 





New Zealand Railways road services terminal at Hamilton, showing long- 


(From our correspondents) 


street frontage of the building is situa- 
ted close to both the street and the 
loading platforms. 

Undercover loading is provided for 
four buses at the main platform along 
the north-western frontage of the build- 
ing. Three subsidiary platforms, each 
accommodating another two buses, have 
covered access from the main waiting 
room. 

The facilities include a workshop, 
store, staff amenities, bus-washing 
equipment, and a servicing depot which 
can deal with three vehicles at a time. 


Chaneys-Kaiapoi Deviation 

Work on a two-mile deviation of the 
main north line between Chaneys and 
Kaiapoi, north of Christchurch, is near- 
ing completion. The deviation includes 
a new bridge 1,181 ft. long, over the 
Waimakariri River. It has 29 40-ft. 
spans, and one 21-ft. span. Rails welded 
into 252-ft. lengths, are being laid on 
the deviation. 


« 


Railcar Services 


The General Manager of _ the 
N.Z.G.R., Mr. A. T. Gandell, is re- 
ported to have stated that his depart- 
ment’s major problem was a shortage 
of railcars and poor service because 
some of these cars were unreliable. He 
was addressing representatives of Tar- 
anaki Chamber of Commerce, who had 
sought an improvement in the rail ser- 
vice between Taranaki and Auckland. 


VICTORIA 


Building of Electric Trains 


The State secretary of the Australian 
Railways Union, Mr. J. J. Brown, has 
stated the opinion of all unions repre- 
sented on the Victorian Railways, that 
the next batch of electric suburban 
multiple-unit trains could be built at 
the railways’ Newport workshops in- 
stead of by contractors. The A.R.U. 





distance coaches at the loading bays 


believed that existing staff, properly 
organised, could build five electric trains 
a year—sufficient to replace all old-type 
electric trains within 20 years. 


Catering Receipts 

Railway catering receipts rose last 
year. Most of the increase was de. 
tived from the Melbourne area, though 
some have come from buffet cars, 
There was a fall in receipts from 
meals and refreshments in the “ Spirit 
of Progress” between Melbourne and 
Albury. 


Monorail Proposal for Melbourne 

A monorail system is being examined 
by the committee studying proposals 
for an underground and other ways to 
improve the Melbourne _ transport 
system. A member of the committee 
has drawn attention to the monorail 
now being installed in Tokyo, to the 
Alweg system in Germany, and to the 
proposals for a monorail to London 
Airport. 


SOUTH AFRICA 


Railway Policeman Wins Medal 


A former Bantu constable of the 
South African Railways police force, 
was recently awarded the Queen’s 
Medal for his bravery in arresting two 
men, One of them armed, despite bullet 
wounds in October, 1956. He is the 
first railway policeman to receive the 
award. Because of his wounds he was 
unable to return to the police force, 
and is now a level-crossing keeper. 


RHODESIA 


New Stations 


Mbizi, about 75 miles from Malvernia 
on the South East line, has been opened 
as a commercial station. It is expected 
to handle increased traffic, particularly 
sugar produced at Triangle. Rutenga, 
on the same line, has been equipped 
with a goods shed and loading bank 
with facilities for cattle. It is a railhead 
for Fort Victoria, and as the two places 
are served by road motor service. a 
direct road-rail link with Lourenco 
Marques is available. 


UNITED STATES 


“ Piggyback ” Transport Development 


In the latest development of s0- 
called “piggyback” transport now 
under trial on the Union Pacific Rail- 
road, the flat wagons are adapted to 
carry at will either a complete road 
lorry or a large size container. For 
carrying the latter, the 52-ft. wagon is 
fitted with uprights near the four 
corners, about 35 ft. apart longitudi- 
nally, for the temporary support of a 
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container. The lorry carrying the con- 
tainer is driven on to the wagon 
lengthways, and the supports, which 
can be angled inwards, are then moved 
under the four corners of the con- 
tainer, so that the lorry can be with- 
drawn. 

Two substantial stanchions along the 
centre-line of the wagon at both ends 
are next raised with power-operated 
jacks until they are firmly supporting 
the container at both ends, and the 
wagon is then ready to travel. At the 
destination the process is reversed and 
the container, after a lorry has been 
run under it, is removed. With the 
stanchions and four corner supports 
retracted, the flat wagon can be used 
for transport of lorries complete with 
wheels, in ordinary piggyback fashion. 


* Slumbercoaches ” 


Like the Chicago, Burlington & 
Quincy Railroad, the Baltimore & Ohio 
has been experimenting successfully 
with the new Budd-built slumber- 
coaches, which for the first time permit 
passengers travelling with tickets at the 
“coach,” or second-class, rate, to 
occupy sleeping accommodation in 
single rooms, at considerably less than 
the Pullman rate in compartments or 
roomettes. By ingenious dovetailing, 
an 85-ft. “ slumbercoach ” contains 24 
single and 8 double rooms, and 
although the space is very limited, each 
room contains all normal single-room 
sleeping car facilities. The berths in 
the single rooms are 6 ft. 2 in. long 
and 25 in. wide. 

The B. & O. slumbercoaches are run- 
ning in the all-coach “Columbian” 
between Baltimore, Washington and 
Chicago, a 17-hr. run. In 30 days the 
two cars, One running in each direction, 
have carried 47,209 passengers. Of 
these, 24 per cent stated that previously 


Publications Received 


Tralee & Dingle Railway. By Patrick 
B. Whitehouse, in collaboration with 
A. J. Powell. London: Locomotive 


Publishing Co. Ltd., Craven House, 
Hampton Court. 74 in. x 5 in. 76 pp. 
Illustrated. Price 6s——The Tralee & 
Dingle had the most westerly railhead 
in Europe, was the last 3-ft. gauge Irish 
line to operate with its line running 
mostly alongside the public road. This 
book is a serious study of all its aspects, 
with appendices listing locomotives and 
rolling stock, and so on, also maps and 
plans and drawings of rolling stock. 
The book seems to have been set in 
Vari-type, and to have been produced 
by a multilith process. The general 
effect is fair, though lacking the quality 
of first-class letterpress printing. 


Multi-Language Installation Card.— 
The growing export market for the 
Unatap spray mixing-tap has _ led 
Walker, Crosweller & Co. Ltd., of 
Cheltenham, to issue its instructions for 
installation and maintenance in a multi- 
language pamphlet. This recently 
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they had travelled by aeroplane, 4.3 
per cent by motorbus and 3.7 per cent 
by private car. The rates charged are 
$6 for a single room and $10.80 for a 
double, irrespective of the distance 
travelled. 

To popularise these cars the Budd 
Company, which has 12 of them on 
hand, not at present sold, is thinking of 
leasing them to any of several railways 
interested, at a rate of about $90 a day 
on a five-year lease, or $70 a day on a 
15-year lease. 


SWITZERLAND 


Ouchy-Lausanne Railway 


The Ouchy/Lausanne funicular, 1,640 
yd. long, has been converted into a rack- 
and-pinion railway on the Strub sys- 
tem. It is of standard 4-ft. 84-in. gauge 
and the maximum inclination is 1 in 
124; there are three intermediate sta- 
tions. As a funicular, the line was 
operated by two four-coach trains, each 
carrying a maximum of 250 passengers 
and with a movement capacity of 1,000 
passengers an hr. in either direction; 
the maximum speed of 11-2 m.p.h. per- 
mitted a service at 15 min. intervals. 
With rack-and-pinion traction each train 
consists of two bogies with an indepen- 
dent locomotive, and with a maximum 
climbing speed of 19-9 m.p.h. (though 
the speed of descent will be limited to 
11-8 m.p.h.), it will be possible to main- 
tain a service of eight trains an hr., at 
74 min. intervals. Each new train ac- 
commodates 300. 

The funicular service required 350 
h.p. to operate a train, but 650 h.p. 
is available per train with the rack-and- 
pinion locomotives. One of these also 
can move wagons up to a total weight of 
32 tons. 

The city terminus at Flon is being 
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rebuilt and provided with three 50-pas- 
senger lifts up to the Grand Parade, 
and the Central Station is being 
equipped with two 25-passenger lifts to 
the main Swiss Federal station above. 


Push-and-pull Express Train Services 


Pendelzug, or push-and-pull operation 
of electric train services, is to be ex- 
tended by the Federal Railways. Besides 
some local services, operated in this way 
by motor coaches with two trailers, for 
some time past the express service be- 
tween Lucerne and Zurch has been simi- 
larly worked, with a Bo-Bo locomotive 
of the Re 4/4 type attached to seven 73 
ft. bogie lightweight coaches, now in- 
creased to eight. A driving compartment 
is provided in the brake at the opposite 
end of the train from the locomotive. 

Trains of up to eight coaches are pro- 
pelled at speeds up to 75 m.p.h., as is 
by no means unusual between Lucerne 
and Zurich. Preparations are now being 
made to extend the same method of 
working to the Zurich-Berne-Lausanne- 
Geneva service, on which some of the 
highest speeds in Switzerland are run, 
often up to a maximum of 80 m.p.h. 
High speeds also are attained on cer- 
tain steam-worked push-and-pull Paris 
suburban services of the French Nat- 
ional Railways. 


WESTERN GERMANY 


German/Dutch Frontier Halts 


All express passenger trains between 
Germany and Holland, it is reported, 
are to make only one stop for frontier 
formalities, on the Dutch side of the 
frontier. Trains via Kranenburg/ 
Nymegen are to stop only at Nymegen; 
those via Bentheim/Oldenzaal only at 
Oldenzaal; and trains via Kaldenkir- 
chen/Venlo only at Venlo. 








adopted system will eventually cater 
for the needs of the local plumbers in 
28 countries where the mixing-tap is 
sold, enabling them to read the instruc- 
tions in their own language. The fold- 
ing card shows a sectional picture of 
the tap; subsequent pages contain the 
instructions in English, French, 
German, Italian. Other pages of in- 
structions in other languages will be 
added later. 


“Clear Space” Pneumatic Power 
Hammers.—This leaflet describes the 
range of pneumatic power hammers 
produced by B. & S. Massey Limited, 
of Openshaw, Manchester, 11, under 
the trade name Clear Space. The 
various models quoted cover a range of 
from 2 to 40 cwt. size of hammer. 
Copies of the brochure (5900 H) may 
be obtained from the company. 


Cables for Telecommunication—A 


brochure of 14 pages describes the types 
of audio frequency cables manufac- 
tured by the Telegraph Construction & 
Maintenance Co. Ltd., Mercury House, 
Theobald’s Road, London, W.C.1, for 


underground, aerial-suspension and 
under-water installations. The publi- 
cation deals with general characteristics, 
jointing, dimensions and weights and so 
on. Copies may be obtained on appli- 
cation to the company. 


Automatic Control Valves for all 
Purposes.—A catalogue of 50 pages 
has been published describing the 
range of magnetic pipeline control 
valves manufactured by the Magnetic 
Valve Co. Ltd, 28 St. James’s Place, 





London, S.W.1. It covers standard 
non-flameproof and _ Buxton-certified 
flameproof equipment. In _ addition 


useful tabulated data on viscosity of 
fuel oils, steam temperatures, and so 
on, is appended. 





It Couldn’t Happen to Me.—A 16-page 
guide to safe driving has been published 
by Unilever Limited, Unilever House, 
Blackfriars, London, E.C.4._ It has 
been designed as the firm’s contribution 
towards the problem of road accident 
prevention; intented primarily for Uni- 
lever drivers, such as salesmen, and van 
and lorry drivers. 
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Experience of Undulatory Wear of Rails 


Damaging effects on track, structures and rolling 
stock : causes and preventive and remedial measures 


UESTION 9 to be discussed at the 
Q forthcoming session of the Con- 
gress in Madrid was addressed to 33 
railway administrations who either were 
English-speaking or conformed largely 
to British practice; the replies of 13 of 
them were summarised in our issue of 
July 4. A further 68 administrations in 
French-speaking countries or those 
which conform to Continental practice 
were also addressed and 48 replied but 
of these the 21 supplied detailed 
information. A report compiled by Mr. 
L. P. Delgado, Joint Engineer-in-Chief, 
National System of Spanish Railways, 
summarises the 21 replies from the 
following administrations: the German 
Federal Railway, French National Rail- 
ways (S.N.C.F.), U.S.S.R., Swiss Fed- 
eral, Belgian National, Belgian National 


Light Railways, Rhaetian, Danish 
State, Italian Ministry of Transport, 
Paris Transport Board (R.A.T.P.), 
Netherlands, Tunisian, Gafsa, Rail- 
way, Algerian State, Czechoslova- 
kian State, Finnish Railways, C. de 
F. Economiques du Nord (France), 
C.G.C. de F. Economiques (France), 
Viet-Nam, Austrian Federal, and 


Spanish National Railways. 


Types of Undulatory Wear 

There is general agreement between 
these administrations that there are two 
distinctly different forms of undulatory 
wear—referred to below as U.W.—or 
corrugations in rails. They are of Type 
1. with undulatory waves only 3 cm. 
to 8 cm. apart, and Type 2 with 8-cm. 
to 75-cm. waves. In general Type 1 is 
found in main and branch lines and 
Type 2 in suburban lines and particu- 
larly those carrying electric multiple- 
unit traffic. Type 1 (short wave) cor- 
rugations are known as roaring rails 
and usually occur on straight or slightly- 
curved track, especially where brakes 
are frequently applied. 

In the U.S.S.R., however, _ their 
occurrence is stated to be more fre- 
quently on curves. The crests of Type 
1 waves are bright, hard and polished, 
the intervening troughs being dull and 
rough and their depths being from 
1 mm. to 3 mm. as a rule. The inci- 
dence of this type of U.W. does not 
appear to be related to speed, but the 
dia. of wheels and axle-loads do affect 
it. It is estimated that 20 per cent of 
the mileage on the main lines in France 
suffer to some extent from this type of 
wear. The type 2 corrugations, on the 
other hand, may be as deep as 5 mm. 
and their wave crests are not remark- 
able for natural hardening. These 
widely-spaced corrugations appear most 
frequently on the outer rails of com- 
paratively sharp curves. 

The replies show that U.W. may de- 


velop within days of the rails being laid 
or not until many years later. Subse- 
quent increase depends on the material 
in the rail, the location and the traffic 
over it. U.W. sometimes begins or 
terminates at joints, but frequently it is 
irregular near them. A corrugated rail 
taken up and relaid elsewhere still con- 
tinues to be corrugated. In Russia, 
apparently, “a great part of the track ” 
shows slight U.W. before the rails are 
laid. The wave-length varies as between 
rails rolled by different mills in some 
countries. It is asserted in Germany 
that normal wear of the heads of rails 
is slowed down by the hardness of the 
U.W. wave-crests. The French rail- 
ways report that Type | U.W. develops 
most often in rails little affected by nor- 
mal wear, whereas Type 2 occurs mostly 
in old, very-worn rails. Rails with 
Type 1 corrugations seldom develop 
fatigue cracks. 

Sorbitic and Martensitic, and in fact 
all hard rails are more prone to the 
development of corrugations. Corru- 
gated rails include a high proportion 
of silicon and nitrogen, and those of 
Siemens Marten steel are less suscep- 
tible to U.W. than others of Thomas 
steel. In the rolling mills larger ingots 
produce the greatest Type 1 corruga- 
tions, and vibrations in the rolls and 
irregular cooling also influence subse- 
quent U.W. There is difference of 
opinion as to whether upright or flat 
rail straightening produces more U.W. 


Conditions Favourable to Roaring Rails 


Roaring or Type 1 U.W. occurs 
equally in all weights, lengths and sec- 
tions of rail. The modulus of elasticity 
and moment of inertia, however, have 
some influence, and excessive curvature 
in the top face of the rail head in sec- 
tion may favour U.W. by increasing 
the contact pressure. On the other 
hand, Type 2 U.W. increases with a 
diminution of the weight, modulus of 
inertia and limit of elasticity of the 
rail. 

Long-welded rails do not appear to 
affect the tendency to corugation, but 
a welded joint, thoiigh it does not elimi- 
nate it, does tend to reduce the inten- 
sity of U.W. In some countries it has 
been found to disappear at level cross- 
ings with guard rails. 

Softwood sleepers seem to encour- 
age corrugation, but no conclusive de- 
cision is reached in favour of concrete 
sleepers with rubber pads as compared 
with wooden; on the whole the con- 
crete sleeper appears unfavourable. 
The closer spacing of sleepers does not 
affect Type 1 but tends to reduce Type 
2 U.W. The material and size of the 
ballast used are said to have little in- 
fluence, but a good deep layer helps 


to reduce U.W. Conversely, a hard 
track bed favours Type 1 U.W. The 
effects of various kinds of rail joint are 
uncertain. 


Effect of Traffic 


It is generally agreed that there is 
greater U.W. on electrified lines and 
especially those in suburban areas. In 
fact, traffic carried on uniformly small 
wheels, whether electric or diesel, in- 
creases_it. Moreover, though there are 
as yet no definite conclusions available 
regarding the effects of springing, the 
wheel-base between motor axles may 
affect U.W. It is, however, important 
to note that the French and other rail- 
way administrations stress the bad effect 
of nose-suspended motors. There is 
no doubt that the growth of U.W. 
varies with the increase in frequency 
and weight of traffic. Type and speed 
of traffic have no effect on the length 
of the waves, but increase in speed is 
generally harmful. In some cases 
traffic consisting of trains of various 
types and speeds has been found to 
slow down the growth of corrugation, 
whereas frequently-stopping uniform 
local trains produce the fastest growth 


Bad Effects of Undulatory Wear 


Virtually all the replies agree ihat 
U.W. promotes rapid general deteriora- 
tion in the track and particularly in the 
fastenings. Defective top and loosen- 
ing of the ballast also result; on bridges 
the timbers are often loosened. Fur- 
thermore, it is generally reported that 
rolling-stock components are adversely 
affected by U.W. Measures taken to 
avoid or remedy it included the re- 
moval of straight-track corrugated 
rails and their relaying on_ sharply 
curved sections. The use of elastic 
fastenings and rubber soleplate pads is 
reported to have had no effect in re- 
ducing U.W. in some countries. In 
France, however, of the new rails laid 
between 1951 and 1956, 11 per cent of 
those secured with ordinary fastenings 
developed U.W., whereas the corres- 
ponding figure for those secured with 
elastic fastenings was 9 per cent. 
Nevertheless, it is generally considered 
that no type of fastening can prevent 
U.W., which is essentially a function of 
the nature of the rail steel. 

Among the remedies tried for U.W. 
it is the practice in Germany before 
relaying reconditioned rails either to 
plane 1:2 mm. off their tables or grind 
them down. Corrugated rails in the 
track are also ground down with special 
grinding vehicles. The French rail- 
ways use abrasive skids for this pur- 
pose. In shops, Type 2 U.W. is removed 
by automatic grinders and Type 1 by 

(Continued on page 45) 
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O increase the number of running 
lines of the Victorian Railways 
through Richmond Station—14 miles 
east of Flinders Street Station, Mel- 
tourne—from six to ten, it was found 
necessary to rebuild the station about 
10 ch. nearer Melbourne, to reconstruct 
the important underbridges one on each 
side of it, and to raise the formation, 
bridges, station, and tracks by from 5 to 
6 ft. The reasons for these imporiant 
reconstruction works are explained in 
an editorial article on another page. 
The existing station at Richmond is 
situated on sharp curves and is closely 
confined by Stewart Street on the north, 
Punt Road on the west and Swan Street 
to the south. Punt Road passes under 
the railway about 10 ch. west of the 
centre of the station and at a level of 
15 ft. below rail level. There are three 
pairs of tracks, each of the six roads 
being carried by a separate plate-girder 
bridge consisting of two 15-ft. footpath 
spans and two 35-ft. roadway spans, the 
piers being sited at the curbs and in 
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Reconstruction of Station and Bridges at Richmond, Melbourne 


Works to accommodate four extra running 
tracks including raising whole area by 5-6 ft. 
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Existing approach lines to Flinders Street from 


the east, showing Richmond 


design of the reconstructed bridge there 
are two 54-ft. spans and a single central 
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platforms the new bridge could not be 
designed with single 101-ft. spans; the 
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Existing Richmond Station and tracks 


The new superstructure consists of 
four double- and _ two single-line 
bridges, their 54-ft. spans being of the 
half-through type with riveted plate- 
girders 6 ft. deep. The tracks are 
carried in the usual way on cross-girders 
and decking but the platforms rest on 
cross-beams bearing on the top flanges 
of the girders of the adjacent bridges. 

To conform to present-day road- 
traffic requirements the rail-level has 
had to be raised 5 ft. to give adequate 
headroom over Punt Road, even though 
the City and Tramways authorities have 
regraded Swan Street so as to lower 
street level under both Punt Road and 
Swan Street bridges. 

New Richmond Station 

The new tracks and station are over 
a new 20-ft. embankment, 5 ft. higher 
than the existing one alongside; the plat- 
forms are therefore supported on piles. 
Each pile consists of four unserviceable 


be 


General view of existing Richmond Station with Swan Street bridge (left), 
abutments for new bridge immediately beyond, and new station and Punt 
Road bridge construction works (central mid-distance) 
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80-lb. rails driven to rock, and RC 
crossheads connect the piles on each 
side to form piers spaced at 20 ft. 
centres. Longitudinal 15 in. x 6 in. 
x 45 lb. R.S.Js, spanning between the 
crossheads, support a deck slab of old 
rails encased in concrete poured at site, 

The platforms are reached by a sub- 
way at each end of them from the 
streets, and there is a third central sub- 
way connecting them for interchange 
traffic with no access from street level, 
The one at the east end is 20 ft. wide 
and not only provides the main station 
access through the booking office and 
concourse from Swan Street, but also 
from Stewart Street. The subway at 
the western end has access only from 
the north end and is used mainly during 
cricket and other sports festivals. The 
main subway floor is 10 ft. above the 
level of Swan Street, and from it 1 in 8 
ramps lead to the island platforms; they 
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New Richmond Station with additional and realigned tracks 
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are 12 ft. x 8 ft. R.C. box sections. 

The steel-framed station buildings 
abut on Swan Street about 400 ft. east 
of Punt Road, and include all the usual 
offices and facilities situated at the level 
of the main subway and concourse, and 
approached from the street by steps 
and a ramp. The framework will be 
supported by a concrete deck at ground 
level. At concourse level, patent inter- 
locked steel decking will be used as 
permanent formwork for the concrete 
slab. The flat roof will be supported on 
open web joists covered with another 
form of patent steel decking overlaid 
with an insulating material and built-up 
saturated felt roofing. Ceiling linings 
will be of architectural aluminium in 
the concourse and plaster sheet else- 
where. External walls will be faced 
with 2-in. salmon pink bricks at the end 
and north elevations. Coloured ceramic 
structural blocks will be used above a 
cantilevered verandah on the Swan 
Street facade, and steel window high- 
lighting will give adequate illumination 
to the concourse and office areas. 

As the station buildings will occupy 
only a small percentage of the whole 
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triangular area in the angle between 
Punt Road and Swan Street and along 
the north side of the latter, the re- 
mainder will be leased out as shops at 
street level; their frontages will be en- 
closed with stainless steel and plate- 
glass. 


Swan Street Bridge 


The new bridge carries the six old 
and four new tracks over Swan Street 
at skews of 534 and 60 deg., so that 
although the square distance between 
building lines is only 65 ft., the maxi- 
mum clear openings are 119 ft. and 
143 ft. under the old and new tracks 
respectively. Due to heavy tram and 
other road traffic, it was decided to 
build five single-span double-line 
bridges, three carrying the six northern 
and the other two the four new southern 
tracks. The spans consist of Warren- 
type trusses with inclined chords and 
vertical members’ subdividing the 
panels. The girders are 20 ft. deep and 
are spaced at 28 ft. 6 in. centres. 

In each truss the panel lengths are 
not uniform, its lead being divided into 
two to fix the length of the two panels 
at the leading end. The remainder of 
the length of the span is divided by 
four to obtain the lengths of the other 
panels; in the 143-ft. trusses there are 
two 25-ft. and four 23-ft. 3-in. panels. 

The trusses are of high-tensile steel 
with an allowable tensile stress of 12-5 
tons per sq. in. to B.S. specification 
No. 968, which steel can be welded. 
The cross girders are 4 ft. 7 in. deep 
and the stringers, one under each rail, 
vary from 12 ft. to 24 ft. in length and 
are 3 ft. deep. The deck is an R.C. 
slab with a specified strength of 3,000 
lb. per sq. in. at 28 days. The main 
bearings are designed to suit the special 
requirements of the spans and skews. 

The steelwork is being fabricated in 
England and field connections will be 
made with high-strength bolts to B.S. 
No. 970. The design of the super- 
structure was prepared by Messrs. Free- 
man, Fox & Partners, Consulting 
Engineers, London. 

The abutments are designed as 
gravity section walls in mass concrete 
with R.C. fender walls. They are 
founded either directly on or on con- 
crete pillars taken down to a basaltic 
Stratum of considerable depth, the 
upper surface of which varies from 


Experience of Undulatory Wear 
of Rails 
(Concluded from page 42) 
planing. On one railway the replace- 
ment of Sorbitic by Martensitic rails 
had the effect of delaying the appear- 
ance of U.W. from 1 to 6 years 


Special Trial Sections of Track 


In both France and Germany various 
trial sections of track have been {aid 
with different kinds of rail straightened 
In various ways. In some the joints 
were welded and various kinds of 
Sleepers and fastenings were used, and 
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Pouring concrete for east abutment of new Swan Street bridge. 
station building and bridge (centre and right), widening earthworks (left 
background) 


3 ft. to 20 ft. below natural ground 
level. 

Both Swan Street and Punt Road 
bridges are designed for Cooper’s E.69 
loading with impact allowances follow- 
ing A.R.E.A. recommendations at 
Punt Road and British Stress Commit- 
tee recommendations for Swan Street. 


Programme of Work 

Work is at present in hand mainly 
to the south-west of the old station in 
order to complete, in the first instance, 
the new tracks, platforms and both 
bridges. As soon as the first pair of 
new tracks has been completed the 
Brighton and Sandringham traffic will 
be diverted to run over it, and similarly 
as each other pair is either completed 
or taken out of service in turn, the 
adjacent pair’s traffic will be moved on 
to it. Thus the whole programme is 
planned in successive stages until the 
existing facilities are all replaced by 
those conforming to the new design. 
It will be realised that once the first 
pair of new tracks is in service the 


different types of traffic were moved 
over them. The results showed that 
U.W. depended not on methods of lay- 
ing and track components, but on the 
chemical composition, heat-treatment 
and fabrication of the rails. Soft and 
average rails and those with low nitro- 
gen content were exempt from U.W. 
Hard rails and heat-treated Marten- 
sitic rails showed traces of incipient 
U.W., whereas heat-treated sorbitic or 
half-annealed rails showed characteristic 
U.W. 

The report finally concludes that it 
is the rail that is responsible for U.W., 
but so far experiments have failed to 


Existing 


station will be operaied with platforms 
offset in position at two levels. To pro- 
vide temporary connections between oid 
and new platforms, headings are now 
being driven in line with the main sub- 
way abutments so that the lower portion 
of these walls can be poured. They 
cannot be built up to full height as 
present rail-level is 5 ft. lower than the 
new one. A temporary floor will be 
provided and the existing tracks will be 
carried on temporary R.S.J. rail bearers. 
Access to the old platforms will be by 
timber steps. As reconstruction ad- 
vances by stages towards the norih 
side, the floor level will be raised to 
finished level and the permanent roof 
and deck of the subway will be built. 

Except for the designs mentioned 
above and some parts let by contract, 
the whole of the work is being carried 
out by the Way & Works Branch of 
the Victorian Railways, the complete 
undertaking being under the direction 
of Mr. L. A. Reynolds, B.C.E., 
M.I.E.Aust., Chief Civil Engineer, Vic- 
torian Government Railways. 


select a type of rail possessing any 
guarantee of immunity from it. The 
practical remedy for the time being is 
to grind the surface when wear exceeds 
0:2 mm. and becomes harmful to fixed 
structures, rolling stock and the comfort 
of passengers. 


RANSOME & MARLES BEARING Co. LTD. 
GLasGow OFFIce.—The Glasgow office of 
Ransome & Marles Bearing Co. Ltd. is at 
380, Argyle Street (tel. Central 3948). The 
company asks that all correspondence for 
its Glasgow office be addressed, and all 
telephone calls made, to this, and not to 
the previous address in Glasgow. 
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Self-Propelled Tower Inspection Cars 


For inspection and maintenance of overhead 


equipment 


on Indian electrified 
By A. C. Bhattacharya, A.M.1I.P.E. 


lines 


Progress & Planning Superintendent, Carriage & Wagon Shops, Kanchrapara Workshops 


NAUGURATION of electric traction 
on the 5-ft. 6-n. gauge Eastern Rail- 
way of India necessitated inspection 
and maintenance equipment. For this 
purpose three self-propelled tower in- 
spection cars have been built in the 


Eastern Railway Kanchrapara Work- 
shops. They are fitted with four- 
cylinder Ford diesel engines of 23 


b.h.p. and can be operated in four 
different speeds in either direction from 
walking pace to 60 m.p.h. 


Use of Aluminium 


Extensive use has been made of alu- 
minium alloy extruded sections and 
panels. Structurally the aim was to 
design these cars much lighter without 
any sacrifice of strength, simpler to 







rows of eight pillars, four on each side, 
erected on the longitudinals. 

The spring suspension differs con- 
siderably from the conventional design 
in that the laminated springs are under- 
slung through links from the solebars 
and the pendulum type self-aligning 
roller bearing axleboxes resting on them. 
Radius rods fitted between the axleboxes 
and the links serve the purpose of the 
axle guards. 

The major variation from standard 
railway coach body building practice 
was the body frame _ construction. 
Except for the main pillars support- 
ing the tower platform and a few others, 
an all-aluminium body skeleton was 
mainly aimed at, to effect a weight 
saving. The body panelling, the roof 
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other equipment. Inside this compart. 
ment is built a storeroom with expanded 
metal partition and a 4-ft.-wide collap. 
sible door. The storeroom has shelves 
for valuable materials. The compart- 
ment has two outside opening double 
doors, one on each side, for bulky 
objects. The central compartment js 
connected with the driver’s compart- 
ment through two inter-communicating 
doors. 


Cab Equipment 


In equipping the driver’s compart. 
ments special attention has been paid 
to providing adequate space and good 
visibility. The glass in the front win- 
dows is of the tilting type and equipped 
with a window wiper and a plastic anti- 








Underframe of inspection car, showing open frame construction, and underslung springing arrangement 


fabricate, and easier to maintain. Except 
for the chassis, which have been con- 
structed by D. Wickham & Co. Ltd., 
of Ware, other details were designed 
and made at Kanchrapara. 
Underframe 

The underframe is of welded 
assembly. Wheels are 30-in. dia. The 
parts are the solebars, longitudinals, 
headstocks, and crosses, The head- 
stocks are of box constructions, while 
the solebars and longitudinals are from 
angle and channel sections respectively. 
Provision has been made to concentrate 
the weight of the roof and the tower 
platform on the two longitudinals which 
are laid over the whole length of the 
chassis 

Transfer of load from solebars in 
the sides to the longitudinals has been 
achieved by supporting the tower plat- 
form and fixing the roof carlines on two 


between the cantrails, and the ceiling 
were built up in much the same way 
as in the standard Indian passenger 
stock. 

The exterior panelling is of 13-gauge 
aluminium sheet and the inside panel- 
ling including the ceiling is from } in. 
and + in. plywood sheets. The chief 
characteristic of the body construction 
is the fact that the chassis, the side and 
end walls, and roof together constitute 
an integrated structural body which can, 
in a certain sense, be compared to a 
quadrilateral girder construction. 


Interior Layout 


Driver’s compartments are provided 
at both the ends, and a larger compart- 
ment in the centre for conveying over- 
head equipment maintenance staff and 
storage of equipment and materials. 

The central compartment contains a 
work bench and shelves for gauges and 


sunglare visor. The bucket-type driv- 
ing seats can be adjusted as desired. 

An extra seat, accommodating three 
persons, and upholstered in Dunlopillo, 
is fitted over the toolbox in each cab, 
for inspecting officers. Electric light 
and fans are provided in all three com- 
partments. 

A sloping panel in front carries the 
vacuum gauge, oil and fuel indicators, 
fuses, speedometer, ammeter, and 
switches for the traction operations. Be- 
sides head and tail lamps, swivelling 
inspection lamps are fitted at each end. 
A handwheel parking brake and electric 
horn are provided in each cab. 


Power Equipment 


The power equipment consists of a 
four-cylinder, in line, overhead valve 
type 4:5 in stroke diesel engine with a 
total displacement of 200 cu. in. and a 
compression ratio of 16 to 1. 


The 
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Body skeleton of inspection car, mainly in aluminium alloy, being erected 


valves are operated by push rods from 
the gear-driven camshaft. 

Lubrication is by a spur gear type 
pump driven from the engine auxiliary 
drive shaft through a full-flow filter 
fitted externally with a renewable 
element. The oil lubricates the main 
and cam shaft bearings through pas- 
sages within the cylinder block. Further 
passageways in the crankshaft supply oil 
to the connecting rod big end bearings. 
The cylinder bores, pistons and con- 
necting rod small end bearings are lubri- 
cated with oil mist thrown up by the 
crankshaft. 

Injection is by a plunger type pump. 
The engine is cooled by the thermo- 
syphon impeller assisted cooling system 
with thermostatic circulation control 
fitted in the cylinder head water outlet. 
The fan is driven by a single vee belt. 

The pistons are of solid skirt type 
made from aluminium alloy. The 
crankshaft is a heavy drop forging 
located in fine shell type bearing liners 
The cylinder liners and cylinder head 
are of cast iron and the connecting rods 
are from steel. 


Electrical System 

The electrical system consists of a 
12-V. battery with 129 amp.-hr. capacity 
at 20-hr. rate, a regulated automotive 
type battery charging generator 
mounted on a bracket to the left of the 
cylinder block at the front and driven 
from the crankshaft by the fan belt, and 
a Starter motor mounted on the left side 
of the engine. 
_ An engine inspection door is provided 
in the floor of the central compartment 
of the car to facilitate inspection and 
minor repairs to the engine and _ its 
accessories. 


The forward and reverse gear is 





operated by vacuum, the operating 
valve is below floor level and a key is 
provided to select the direction of the 
travel. 

Only one key is used per car. This, 
with the four-speed gear lever, foot 
vacuum brake pedal, clutch pedal, and 
throttle pedal are all removable and 
are placed in position by the driver at 
the end from which the car is to be 
driven. The gears can be operated 
only when the vacuum reaches a par- 
ticular point. 
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The tower platform which is located 
at a height of | ft. 74 in. over roof or 
13 ft. from rail level is made up cf 
extruded aluminium trough sections 
laid on a timber frame backed by mild 
steel angles and fixed to the eight pillars 
which are erected from the longitudi- 
nals. 

Access is by two body side ladders. 
To guard against infringement of load- 
ing gauge, folding railings can be placed 
in position when required for the 
safety of men working on the top of the 
platform. 


Collapsible Platform 


To reach a greater height, to the 
maximum of 3 ft. 6 in. from the tower 
platform, another collapsible platform 
with detachable railings has been pro- 
vided. This has an area of 16 sq. ft. 
It can easily be lifted by two men by 
lazytongs. The four legs are of tubular 
construction. The platform can be 
adjusted at three different heights. 
Access to the tower is by a wooden 
ladder placed inside a pocket under- 
neath the movable platform. When 
not in use the platform remains flush 
with the fixed tower platform. Light 
and fan plug points are fitted in the 
bottom of the platform itself. The plat- 
form can take up a distributed load of 
14 tons. 

The inside of the car has been painted 
white above the waist rail and dark 
brown below the same. The exterior 
is finished in gulf red enamel with the 
Eastern Railway emblem on the body 
exterior on both sides. 


The principal dimensions are:— 


Length over buffers . aed 

Width over side panels . . -. OR. 

Height over roof. . 12 ft. 2 in. 

Tare weight . .. 9 tons 5 cwt. 
Fixed tower platform area .. I8ft. x 7 ft. 6in 
Movable platform area .. -. Sft. x 3 ft .6in. 


Final stage of construction, showing tower platform located over roof of 
completed vehicle 
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Prototype Lightweight Container 


Unusual features in unit for trial on B.T.C. rail, road, and shipping services 





Prototype 500-cu. ft. container developed by Northern Aluminium Co. Ltd. 
for trials on British Railways 


N the bulk transportation of all types 
of goods, whether by road, rail, 
or sea, it is difficult to supply con- 
tainers which are sufficiently light in 
weight to provide a maximum payload 
and ease handling difficulties, and yet 
strong enough to withstand rough usage 
in service. 

A prototype container which is stated 
to meet all these requirements, has been 
designed to meet the operating con- 
ditions on British Railways, with which 
it is at present in experimental service. 
The wider aspects of transhipment by 
road and sea have also been considered 
in design of the container. The overall 
height, it is claimed, allows for ship- 
ment as “’tween decks” cargo in the 
majority of vessels. The container can 
also be handled by a fork lift truck and 
sufficient strength has been embodied in 
the design to permit stacking if 
required. 


Use of Steel and Aluminium 


With the exception of the welded 
steel strengthening framework in the 
floor and roof, the container, which has 
a capacity of 500 cu. ft., is of alu- 
minium alloy construction; a loading of 
100 cu. ft. per ton was considered to be 
in line with the present needs of domestic 
and intercontinental container traffic. 
This offers a light tare weight of 
approximately one ton which compares 
with approximately 30 cwt. for the 
Standard “B” type British Railways 
containers of composite construction, 
which have, however, a larger volu- 
metric capacity. The main point of 
this form of construction is a good 
cost/weight ratio. The use of alu- 


minium alloys also results in reduced 
maintenance with no necessity for 
painting. It also presents an internal 
surface that can be cleaned easily. 
The container can carry a payload 
of five tons on the floor or hanging 
from the roof. It has an overall length 
of 12 ft. 6 in., a width of 7 ft. and an 
overall height of 7 ft. 4 in. The side 
and rear end panels are corrugated at 
intervals to provide additional strength, 
and the roof has an interior plywood 





lining. To reduce the overall height of 


_ stowage in cargo spaces, and for stack. 
‘ing purposes, the container has been 


designed with a flat roof. When 
stacked, the upper containers rest in 
four locating brackets riveted to the 
top corners of those underneath. 


Wide Loading Space 


Two vertically-hinged doors are 
located at each side, together with a 
double door and hinged tail-board at 
the rear end. When lowered, the tail- 
board also serves as a loading ramp, 
All doors have been designed to give 
a wide loading space when fully open; 
when closed they are secured in posi- 
tion with the standard British Railways 
locking gear. 

Bearers, placed transversely at either 
end, give the necessary underfloor clear- 
ance should the container be required 
to be lifted by a fork lift truck, and 
there are large lifting eyes at roof level 
so that the container can be crane 
hoisted with full load; additionai re- 
tracting lifting rings are provided at the 
base of the container. Corner lashing 
rings, and heavy rubber corner buffers 
are also provided. The riveted con- 
struction of the containers gives a com- 
p!etely unobstructed interior, obviating 
damage to goods while being trans- 
ported or loaded. 

Under test, when lifted with a 50 per 
cent overload, there was a complete 
absence of distortion, all doors opening 
and closing quite freely. 

The container, which is shown in the 
accompanying illustrations, has been 
developed by the Northern Aluminium 
Co. Ltd. in conjunction with Saunders- 
Roe (Anglesey) Limited. 











Container with all doors opened, showing wide loading space 
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RAILWAY NEWS SECTION 


PERSONAL 


Mr. A. J. Pearson, Chief of General 
Duties, British Transport Commission, has 
been appointed Assistant General 
Manager, London Midland Region, British 
Railways. 


Mr. A. K. Basu, who, as recorded in our 
April 25 issue, has retired as General 
Manager of the South Eastern Railway, 





Mr. A. K. Basu 


General Manager, South Eastern Railway, 


India, 1956-58 


India, began his railway career on March 
23, 1927, when he joined the North- 
Western Railway as an assistant trans- 
portation (traffic) officer. In August, 1934, 
he was transferred to the former East 
Bengal Railway as an Assistant District 
Traffic Superintendent, and, in 1939, he was 
transferred to the Railway Board as a 
Deputy Director, Traffic (Commercial). In 
1944, Mr. Basu was transferred to the 
former Bengal Assam Railway, serving 
successively as Deputy Chief Commercial 
Manager, Deputy Chief Transportation 

anager, and Chief Commercial Manager. 
In 1946 he became a member of the Stand- 
ing Advisory Committee of the Railway 
Board for the formation of the Assam 
Railway, and, the following year, was, 
appointed Chief Administrative Officer on 
that system, In 1948 he joined the former 
Oudh & Tirhut Railway and subsequently 
Served as its Traffic Manager. General 
Manager, and Chief Commercial Manager. 

Pr Basu returned to the Railway Board 
as Director, Traffic (General), on May 5, 


1951. He was appointed General Manager 


of the undivided Eastern Railway in 1954. 


He became General Manager, South East- 


ern Railway, India, in December, 1956. 


Mr. G. P. Shahani, who, as recorded in 
our April 25 issue, has been appointed 
General Manager, South Eastern Railway 
of India, was born in 1906. He joined 
the former North Western Railway as 
Assistant Executive Engineer in 1931. He 


served on that railway until partition, 
except two years during the war, when he 
was transferred to the Bengal Assam Rail- 
way on construction schemes. On _ par- 
tition in 1947, Mr. Shahani was posted to 
the newly-formed East Punjab Railway, 
which is now part of the Northern Rail- 
way. In 1947 he dealt with the movement 
of a very large number of refugees then 
moving between India and West Pakistan, 
in addition to heavy floods which at one 
time completely disrupted all rail com- 
munications, seriously hampering the 
movement of the refugees. Mr. Shahani 
later went to Jullunder to restore com- 
munications across the East Beyne Bridge. 
This he did in 12 days with unskilled 
labour mobilised from the local refugee 
camp, the normal labour force having 
fled. In May, 1948, he was transferred 
to the Assam Rail Link Project as Deputy 
Chief Engineer and remained there for 
three years. He subsequently returned to 
the East Punjab Railway, in charge of the 
Mukerian-Pathankot line construction. Mr. 





Shahani joined the Railway Board in May, 
1954, as Joint Director (Civil Engineering), 
becoming Engineer-in-Chief of the Ganga 
Bridge Project in November the same 
year. 
office, all the river training works, includ- 
ing the closure of the North Channel, were 
completed. 
Director 


During his two-year term of this 


Mr. Shahani was appointed 
(Civil Engineering), Railway 
Board, in 1956, and a few months later 
became Director, Railway Planning, 





Appointed General Manager, 
South Eastern Railway of India 


Mr. Harold Watkinson, Minister of 
Transport & Civil Aviation, is visiting New 
York at the invitation of the Port of New 
York Authority. He is reviewing prob- 
lems which will arise when very large jet 
aircraft cross the North Atlantic, and in 
particular the problem of jet aircraft noise. 
He will visit Ottowa to meet the Canadian 
Minister of Transport, Mr. George Hees. 
Mr. Watkinson left London Airport on 
July 8. He is due back today, July 11. 
He was accompanied by Sir Gerard d’Er- 
langer, Chairman of B.O.A.C., and Mr. 
J. H. P. Draper, Private Secretary to the 
Minister, While in New York he opened 
a club for British merchant seamen. 


Mr. O. V. S. Bulleid has retired as Chief 
Mechanical Engineer of Coras lompair 
Eireann. 


Mr. I. S. Johnston has retired as Comp- 
troller of Stores, New Zealand Govern- 
ment Railways. He is succeeded by Mr. 
J. A. O'Callagan, Assistant Comptroller. 
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Mr. R. L. P. Cobb, formerly Stores 
Superintendent, Southern Region, British 
Railways, has been re-designated Supplies 
& Contracts Manager, under the new 
organisation described editorially this 
week. Mr. W. Featherstone, previously 
Assistant Stores Superintendent, becomes 
Supplies Officer. The following appoint- 
ments in the new organisation are also 
announced: Mr. J. B. Owen as Contracts 
Officer, Mr. H. W. Ralph as Assistant 
(Purchases & Sales), Mr. J. H. Drinkwater 
as Assistant (Indoor), and Mr. A. W. 
Enticott as Assistant (Outdoor). 


Mr. M, Ganapati 


Appointed Director, Rourkela 


Steel Project 


Ir. M. Ganapati, B.E., M.E.(Hons.), 
M.1.E. (Ind.), General Manager, Western 
Railway of India, who, as recorded in our 
June 4 issue, has been appointed Director 
of the Rourkela Steel Project, under the 
Ministry of Steel & Mines, was born in 
November, 1903. He took his engineering 
degree from the Engineering College, 
Guindy, Madras, in 1925, and, after com- 
pleting his apprenticeship with the Tata 
Power Company at Bombay, served with 
that company as_ Electrical Erection 
Engineer and later worked on the con- 
struction of the Mettur Dam. He joined 
the former East Indian Railway as an 
Assistant Executive Engineer in the Indian 
Railway Service of Engineers in 1928. Be- 
tween 1928 and 1938, he was attached to 
the Lucknow-Sultanpur construction 
works, Lower Stone Bridge re-girdering, 
and the Calcutta Chord railway construc- 
tion. From 1933 to 1936 he was on open- 
line works, after which he was on special 
duty in connection with the reorganisation 
of bridge maintenance. -Towards the end 
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of 1938 he was placed on special duty in 
connection with the re-girdering of the 
Dufferin Bridge. When this work was 
postponed, due to the war, he was placed 
on special duty in connection with the 
construction of the Panagar Base and, in 
1943, was in charge of the restoration and 
reconstruction work in connection with 
Damodar river breaches near Calcutta. 
During 1944-45, he served as Track Supply 
Officer, In October, 1945, he was again 
placed on special duty as Deputy Chief 
Engineer in charge of the re-girdering of 
the Dufferin Bridge at Banares. In Octo- 
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Mr. S. J. B. Skryme has been appointed 
General Manager, Potteries Motor Trag. 
tion Co. Ltd. He will succeed Mr. C, w. 
Wroth who is retiring on November ], 


Mr. J. L. Simons, of Norwich, has been 
elected President of the National Executive 
Committee of the Associated Society of 
Locomotive Engineers & Firemen, and 
Mr. J. Lawrence, of Birmingham, has been 
appointed Irish Officer. 


The late Mr. James C. Jones, CBE, 
M.I.Loco.E., General Manager, Paraguay 


The late Mr. James C. Jones 


ber, 1947, he was appointed Deputy 
General Manager (Works) on the former 
East Indian Railways. In January, 1948, he 
was appointed Engineer-in-Chief of Chit- 
taranjan Locomotive Works. On comple- 
tion of the construction of this project in 
March, 1951, he took over the construction 
of the Integral Coach Factory, Perambur. 
In April, 1953, his services were requisi- 
tioned by the Ministry of Transport and 
he was appointed as Development Com- 
missioner, Kandla Port Project. Mr. 
Ganapati was later recalled to the rail- 
ways. In recognition of his outstanding 
services as an engineer, the President of 
India conferred on him the award of 
Padma Bhushan in 1954. Mr. Ganapati 
was appointed General Manager of the 
Western Railway of India in 1955. 


Mr. H. M. Alderson Smith has been 
elected Chairman of Lancashire United 
Transport Limited, in succession to the late 
Sir Joseph Nall. Sir Robert Cary has 
been appointed Chairman. 


General Manager, Paraguay Central Railway, 
19 


Central Railway, whose death was re- 
corded last week, was born in Argentina 
in 1888. His apprenticeship years were 
spent in the workshops of the Nitrate Rail- 
ways at Iquique, Chile, and with Kitson & 
Company, Leeds. He returned to the 
Nitrate Railways as draughtsman, and 
later was promoted to be District Loco- 
motive Running Superintendent. Mr. Jones 
subsequently joined Grace Brothers, Lon- 
don, as Fuel Expert covering the South 
American field, and later became Lubri- 
cation Service Engineer with the Galena 
Signal Oil Company. He then became 
Manager, Lubricating Division, West India 
Oil Company, Buenos Aires, and ten years 
later retired from that position to repre- 
sent a number of important British and 
American engineering firms. Shortly after 
the outbreak of war Mr. Jones joined the 
Paraguay Central Railway as Assistant 
Chief Mechanical Engineer. He was 
appointed Chief Mechanical Engineer 
three years later and, in 1946, General 
Manager. 
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Mr. F. Gibbons 


Appointed District Engineer, Oswestry, 
estern Region 


Mr. F. Gibbons, Assistant District 
Engineer, Gloucester, Western Region, 
British Railways, who, as recorded in our 
June 20 issue, has been appointed District 
Engineer, Oswestry, joined the Great 
Western Railway in 1923, after graduating 
at Dublin University. Mr. Gibbons served 
three years as a pupil, before being ap- 
pointed a junior assistant at Plymouth in 
1926. In 1929 he moved to Gloucester 
as an assistant and, in 1931, became Assis- 
tant Resident Engineer, Widney Manor, 
on the quadrupling of the line between 
Olton and Rowington Junction. He 
returned to Gloucester in 1933, becoming 
Assistant District Engineer in 1944. 


Mr. H. Chanter, who, as recorded in our 
June 27 issue, has been made an Officer of 
the London Transport Executive, retain- 
ing his title of Permanent Way Engineer, is 
54 years of age. He began his career on 
the District Railway in 1920 as an appren- 
tice at Lillie Bridge, and, in 1930, became 
a technical assistant in the Permanent Way 
Section. He was in charge of the perma- 
nent way during the Central Line tunnel 
enlargement, realignment and_ platform 
lengthening works, and acted as Liaison 
Engineer for these works from 1936 until 
their completion in 1940, when he became 
a Divisional Assistant (Permanent Way). 
In 1947 Mr. Chanter was appointed 
Maintenance Assistant to the Permanent 
Way Engineer (Railways) and became Per- 
manent Way Engineer in 1953. He is a 
Fellow of the Permanent Way Institution. 


We regret to record the death, on July 3, 
of Mr. W. L. Watson, C.B.E., A.M.1.C.E 
M.I.Loco.E., Engineer-in-Chief to the 
Crown Agents for the Colonies, 1948-49. 
Mr. Watson was born in 1883 and was edu- 
cated at the Grammar School and Robert 
Gordon’s College, Aberdeen. He under- 
went a period of training at the locomotive 
works of the Great North of Scotland Rail- 
Way at Kittybrewster and Inverurie, and 
afterwards at the Swindon works of the 
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Mr. H. Chanter 


Appointed an Officer of the London Transport 
Executive 


the Crown Agents Engineering Design 
Department. In 1912 he was appointed 
Deputy Chief Engineer (Mechanical), and 
in 1935 became Chief Engineer (Con- 
tracts). In 1948, the former Designs, Con- 
tracts, and Engineering Inspection Depart- 
ments of the Crown Agents were grouped 
under an Engineer-in-Chief, and Mr. Wat- 
son held the appointment from then until 
he retired in 1949. 


In our last week’s issue we recorded 
the presentation by His Excellency Mr. 
Per Prebensen, the Norwegian Ambassa- 
dor, to Mr. F. W. Goring, Stationmaster, 
Kings Cross, Eastern Region, British Rail- 


The late Mr. W. L. Watson 


Engineer-in Chief, Crown Agents for the 
Colonies, 1948-49 


ways, of the Sank Olav’s Medalien. The 
ceremony took place at a luncheon held 
in his honour at the Norwegian Embassy 
in London on June 30. The presentation 
was made in recognition of Mr. Goring’s 
services to the Norwegian tourist industry. 
For many years, as Stationmaster at Kings 
Cross, he has been closely connected with 
tourist traffic to and from Scandinavia, and 
has travelled widely in Norway. The 
accompanying photograph shows Mr. 
Goring receiving the citation. 


We regret to record the death, on June 
18, of Mr. Owen R. Williams, Chairman of 
Henry Williams (Darlington) Limited. 
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Great Western Railway. In 1912 he joined 
the Engineering Design Department of the 
Crown Agents for the Colonies. In 1915 
he was seconded to the Raw Materials 
Department of the Ministry of Munitions, 
and in 1919 was made Deputy Head of 


- 


His Excellency Mr. Per Prebensen, the Norwegian Ambassador, with Mr. F. W. 
Goring, Stationmaster, Kings Cross, Eastern Region, British Railways, in the 
Norwegian Embassy (see accompanying paragraph) 
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NEW EQUIPMENT AND PROCESSES 





Magnetic Chuck 


FINE pole permanent magnet chucks 

have been introduced to meet the 
demand for such chucks, particularly when 
associated with production — grinding 
machines, where maximum table loading 
of relatively small components is required. 
The range is stated to have exceptionally 
high effective magnetic area on its work- 
holding surfaces. 

The first model to be announced is the 
Eclipse Type F P 186, which has a work- 
ing surface of 18 in. x 6 in. It is under- 
stood that similar chucks will shortly be 
available for table sizes of 24 in. x 8 in. 
besides 10- and 12-in. wide tables in any 
multiple lengths of 18 in. 

The “inner” poles of the chucks extend 
from edge to edge with a castellated 
arrangement of the poles providing the 
major holding area in the centre. By a 
special method of pole construction, the 
“outer” poles are linked together enab- 
ling magnetic flux from all magnets to be 
fed to a single workpiece placed anywhere 
on the chuck surface. The height of the 


chuck is 34 in., and the net weight is 
99 Ib. It is supplied with one backstop, 
one endstop and a pair of fixing clamps. 

The price of the Eclipse FP 186 is 
£56; further details may be obtained from 
the manufacturer, James Neill & Co. 
(Sheffield) Ltd., Napier Street, Sheffield, 11. 


Heavy-Duty F.H.P. Motors 


FRACTIONAL h.p. motors for indus- 

trial workshop application are 
included in a range of motors which have 
recently been developed. 

This range, the series “T, are more 
streamlined and compact than previous 
models and incorporate several improve- 
ments to design. Symmetrical ventilation 
is by twin fans which draw in air around 
the bearings and dispel it through holes 
in the lower part of the shell, so keeping 
the temperature rise of many ratings to 
well below the permitted maximum. 

The long-life centrifugal gear and open 
circuit switch in these machines functions 
quietly within close speed tolerances irre- 





spective of the load inertia and, in spite 
of being so small and simple, both com- 
ponents are claimed to perform perfectly 
throughout the life of the motor, even in 
dusty atmospheres. 

A compact and spill-proof oil well 
carries a proportionally larger amount of 
oil than with previous designs; it is sup- 
plied with sufficient oil for two years of 
running at normal ambient temperatures 
and hours of operation. 

The bearings of the series “‘T” motors 
have been developed from the manufac- 
turer’s Marathon Mark III _ bearings; 
although the motors are only available 
with sleeve bearings at present, a ball 
bearing version will be available shortly. 

The range is available in squirrel cage, 
split-phase start and _ capacitator start 
forms, h.p. ranges being 4-0-95, 4-4, and 
+-+ (é-+ h.p. refrigeration duty) respec- 
tively. These ratings are all equivalents 
on 50 cycles to 1,435 r.p.m. 

Standard voltages for the squirrel cage 
type are between 100 and 550 V. a.c. two- 
and three-phase; split phase and capacita- 
tor start, between 100 and 250 V. ac. 
single-phase. The accompanying illustra- 
tion shows a cut-away model of a typical 
series “ T” motor. 

Further details may be obtained from 
the manufacturer, Crompton Parkinson 
Limited, F.H.P. Motor Works, Wheatley, 
Doncaster, Yorkshire. 


Pre-Treated Steel Sheet for 
Vitreous Enamelling 


A PRECOATED steel sheet for vitreous 

enamelling, now in commercial pro- 
duction, is stated to be the first develop- 
ment of its kind. 

With the trade name, Nitec, it consists 
of an enamelling grade sheet-steel base, 
which is produced in a basic open-hearth 
furnace and is rolled by the continuous 
wide strip mill process. After annealing 
and cleaning, the sheet is subsequently 
coated with nickel and a protective coat- 
ing of zinc. 

Costing approximately £8 per ton more 
than ordinary vitreous enamelling sheet 
steel, Nitec is claimed to be extremely 
economical, as it eliminates several stages 
in the vitreous enamelling process. _ It 
need only be pickled for 3 min., during 
which the zinc coating will be removed 
and the steel de-greased, saving much time 
in this operation. 

Removal of the zinc coating exposes the 
nickel flash ready for enamelling. It is 
pointed out that no further operations are 
necessary, and that the duratian times for 
the processes can be reduced; also that it 
will give a more consistent finish than has 
been possible hitherto, and will reduce 
the number of rejects. Better and more 
reliable adhesion is also possible. 

The single-coat finish obviates the 
necessity for a ground coat. Tests show 
that a “ self-mottled ” coat can be applied 
directly to the sheet. 

The protective coating of zinc prevents 
rusting of the sheets during storage. Clean- 
ing is easier, and the sheets and semi- 
finished parts may be kept long in store 
without deterioration. 

Nitec can be welded by all accepted 
methods, and welding conditions are not 
very different from those for uncoated 
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mild steel. No special tooling is neces- 
sary for deep drawing; the zinc, in fact, 
jn many cases assisting deep-drawing 
operations. : 

The product is manufactured by John 
Summers & Sons Ltd., Shotton, Chester, 
from which company further details may 
be obtained. 


Primer for Application to 
Damp Metal Surfaces 


A CORROSION inhibiting zinc-rich metal 

primer, for application to iron and 
steel surfaces which are wet or moist and 
which cannot be dried before painting, is 
now available. Known as Pitanode “ Wet ” 
Primer, the product gives results com- 
parable to any other type of zinc coating. 
it is claimed, It can be applied after nor- 
mal surface preparation over small amounts 
of firmly adherent rust and the uniformity 
of the coating can, it is stated, be more 
easily controlled than by any other method. 
When in contact with iron or steel under 
corrosive conditions, it affords electro- 
chemical protection to that metal and as 
long as the coating remains intact, no cor- 
rosion to the iron or steel to which it is 
applied can take place. If the coating is 
scratched through to the iron or otherwise 
broken, the zinc is sacrificed and confers 
cathodic protection. 

The life of Pitanode “ Wet” Primer is 
prolonged, it is stated, under polluted con- 
ditions by additional coats of Pitan Chlori- 
nated Rubber Paint, also produced by the 
manufacturer. Brushing and_ spraying 
grades are available. Coverage is around 
37 sq. ft. per Ib. 

More details may be obtained from the 
manufacturer, Allweather Paints Limited, 
36, Great Queen Street, London, W.C.2 


Dividing Tables 


A RANGE of precision dividing tables 

has been introduced, with graduations 
to 1 min. of arc. For vertical and hori- 
zontal mounting, two basic models have 
been designed. 

The flatness of table is kept to within 
0-0005 in., and the working surface rotates 
in its own plane also to within 0-0005 in. 
The outside rim of the table is concentric, 
with the axis of rotation to within 0-0004 
in., the maximum full indicator movement. 
The horizontal and vertical supporting 
_— are square to within 0-001 in. per 
S 


Transmission error, it is claimed, has 
been eliminated as readings are positive 
and direct from the vernier to the scale on 
the table. The vernier can be moved in 
its arc for fine adjustment when setting 
the workpiece. 

__ When mounted at 90 deg. it provides an 
ideal marking-out device. If the insert is 
removed, a shaft of any length can be 
passed through the bore for machining at 
any point in its length, such as splines. 

_ The table rotates on a vee-way close to 
its perimeter, which runs on its corres- 
ponding vee-bearing. It is held down by 
an adjustable gib plate. The work surface 
Is ground on its own bearing after lagging. 
Manufactured from grade “A” cast iron, 
with a high nickel content, the tables have 
the wormshaft housed in an_ eccentric 
sleeve and provided with phosphor bronze 
bearings and thrust races. Provision is 
made for quick disengagement of drive. 
The tee slots are machined from solid. 
The two tables are 10 and 12 in. dia.; 
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they are 44 in. high with % in. wide slots. 
Two versions are available for each size; 
vernier scale only, and vernier scale and 
index plate types. 

Other models of 15-, 18- and 22-in. 
dias., but for horizontal mounting only, 
are also being produced. Details of all 
these dividing tables may be obtained 
from the manufacturer, A. A. Jones & 
Shipman Limited, Narborough Road 
South, P.O. Box 89, Leicester. 


Transportable Oxygen Plants 


XYGEN requirements of engineering 
works, and similar establishments, 
over recent years have shown the need 
for an easily transportable oxygen-pro- 
ducing plant. Industrial progress in gas 
welding has resulted in greatly increased 
oxygen consumption, both in large and 
small works; some specialised processes 
depend almost entirely on a continuous 
oxygen supply. 


Some consumers, with a _ constant 
demand for oxygen, need to be indepen- 
dent of outside supplies. A standard 


range of fully transportable plants which 
can be easily operated for short or lengthy 
periods has now been developed. They 
can be mounted on a vehicle or trailer 
or on skids for ease of movement. They 
are self-contained, with their own diesel 
engines; they can also be supplied to 
operate from local electric power supplies. 
No special skill is necessary and one or 
two men, depending on the capacity of the 
plant, can run it after suitable training. 
The machinery is compact, safe in 
operation, easy to maintain and can be 
operated intermittently or continuously. 
The only requirements are the supply of 
fuel, lubricating oil, chemicals for the air 
driers and a little make-up cooling water. 
The “power pack” industrial unit is 
complete with all normal accessories, in- 
cluding air filters, external renewable oil 


filter, generator, storage batteries to 
operate the self-starter, fuel tank, lift 
pump and injector pump. The liquid 


oxygen produced can be drawn off as 
liquid by means of a valve. If compressed 
oxygen is desired, the liauid is compressed 
in a liquid oxygen pump and is _ sub- 
sequently vaporised and warmed to 
ambient temperature in a heat exchanger. 
Cylinders can then be filled at any pressure 
up to 3,750 Ib. per sa. in. 

Plants of 1,000, 500 and 150 cu. ft. per 
hr. capacity are available. 
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The platform of the trailer required to 
mount the plant has the following 
dimensions: length, 20  ft.; width, 
7 ft. 6 in.; height, 8 ft. 6 in. approx. 
When mounted on two skids, the height of 
the large plant is approximately 9 ft. 4 in. 
and the total weight is in the region of 
114 tons. The equipment can be mounted 
on a suitable six- or eight-wheel com- 
mercial chassis. 

Further details may be obtained from 
the manufacturer, British Oxygen Gases 
Limited, Spenser House, St. James’ Place, 
London, S.W.1. 


Wall Plugs 


IXING devices for use in concrete or 
bricks walls have been designed with 

the trade name Recco. They are claimed 
to reduce costs particularly for fixings into 
hollow pots. The use of plaster or cement 
is obviated, and there is no loss of time 
by checking measurements to determine a 
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suitable side of timber plug or block as 
these items are also eliminated. 

To fit the plug in a solid wall, a hole is 
drilled right through the object to be fixed 
into the wall, with either a slow electric 
or hand drill, to the depth required. The 
fixing screw is inserted into the plug until 
the claws just commence to open. The 
plug and screw together are pushed into 
the drilled hole, leaving the screw head 
protruding by 4 in. Then the screw is 
turned approximately 14 revolutions by 
hand, until the plug prongs grip the wall; 
then the screw is pushed against the obiect. 

Finally, the screw is tightened; fitted in 
this manner, the screw may be removed at 
any time without damage. The accom- 
panying illustration shows diagrammatically 
the plug and screw assembly fully 


NS 





tightened. Recco wall plugs are made by 
the Fixings Company, 5, 
Street, London, E.C.4. 


New Bridge 
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New High-Voltage Laboratory for Enfield Cables Limited 


Study of cable problems and new materials 


Sir Henry Self, Chairman of the Elec- 
tricity Council, yesterday opened the new 
high-voltage laboratory at Enfield Cables 
Limited, Brimsdown, Middlesex. It will 
be used for the study of cable problems 
and the testing of new types and materials. 

The laboratory has a floor area of 9,600 
sq. ft. and 45 ft. clear height. To the 
front there is a four-floor office and 
administrative block, and to the west of 
the building there is garage accommoda- 
tion for mobile test vans. Stores and a 
service substation are located at the rear 
of the laboratory. 

The basic requirement was to provide a 
structure having dimensions adequate to 
house the high voltage test equipment and 
to provide the necessary clearance against 
flashover to walls and roof. A reinforced 
concrete frame is employed in the main 
structure, with the laboratory supported 
on 18-in. square columns at 15 ft. spacing. 
Pre-stressed concrete beams, 3 ft. 6 in. in 
depth and with 7-ft. 6-in. spacing, span the 
80-ft. roof. 

The panels between the _ external 
columns are filled inside with cellular 
breeze blocks and outside with concrete 
blocks. The interior surface is covered 
with insulating boarding on battens with 
sufficient acoustic tiling introduced to 
attain the desired reverberation period in 
the laboratory. 

Acoustic absorbent material has been 
introduced into the roof, using spattered 
vermiculite on metal lathing suspended 
below the beams. This, together with 
insulation boarding and a calculated area 
of acoustic tiling 12 ft. above floor level, 
has reduced the period of vibration to 1-9 
sec. It was not considered advisable to 
continue the absorbent materials to floor 
level. As an alternative a hard wall sur- 
face is provided to a height of 7 ft. with 
a cement cold glaze on cement rendering. 


Impulse Generator 
A 12-stage, two column impulse gener- 
ator with an output voltage of 2:4 MV. 
and a stored energy of 120 kilowatt-sec. 
has been installed. Shedded porcelains 
have been used for housing the stage 


capacitors and for the spacers. The front 
and tail resistances are adjusted to produce 
a sis micro-sec. wave shape on the test 
specimen. Each stage capacitor has a 
capacity of 0°5 micro-farad and is charged 
from a d.c. charging equipment incorporat- 
ing metal rectifiers so that a voltage of 
0—2000 kV. d.c. can be obtained on 
each stage, the voltage being infinitely 
variable through the use of a moving coil 


regulator. Facilities for automatic 
polarity changeover have been _incor- 
porated. 

By a simple rearrangement of _ the 


generator and replacement of the front 
resistances, the fully stored energy can be 
utilised at 1:2 MV. without dismantling 
the capacitors. 

For voltage measurement a capacitance 
divider of 270 pico-farads constructed in 
three sections has been used. This is ter- 
minated by a low voltage capacitance of 
variable steps which is fully shielded and 
of low inductance. A low capacitance 
lead is taken from the divider to a cathode- 
ray oscillograph which is of the sealed- 
off type with tubes operating at approxi- 
mately 15 kV. Two tubes are provided 
and also two cameras to permit photo- 
graphic recording on both tubes. A 
common tripping circuit is used so that it 
is possible to obtain two independent 
records of the conditions in a circuit from 
a single applied impulse. 


A.C, Test Plant 


For high-voltage a.c. testing a series 
resonant circuit has been employed. A 
power supply is taken from the 11 kV. 
system through circuit breakers and a 
moving coil voltage regulator to a feed 
transformer of 400 kVA. 30 min. rating. 
The secondary of the feed transformer is 
connected in series with the test sample 
and the two transformer/reactor units. 
Each of the transformer/reactor units is 
designed to operate at 300 kV. on the 
secondary winding. With both units in 
series a voltage of 600 kV. is obtained on 
the test sample with a rating of 2.4 MVA. 
for 30 min., or 1:0 MVA. continuously. 
The reactance of each unit can be varied 





Control room of the H.V. testing laboratory at Enfield Cables Limited, Brimsdown, 
showing (left) the impulse generator 
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approximately 40:1 between maximum and 
minimum setting. The rating of the feed 
transformer permits the addition of a 
third transformer/reactor unit at a later 
date so that the ultimate output and 
capacity of the plant is 900 kV. at 36 
MVA., 30 min. rating. 

A voltage-regulating unit has been 
incorporated and is operated from a 
capacity divider to allow for fluctuations 
in the test voltage arising from variations 
of both the supply voltage and frequency, 

A pair of 1:5 m. dia. spheres, motor- 
ised for remote control from the contro] 
room, has been installed for voltage 
measurement. 

The main contractor for the building 
was Marshall Andrew & Co. Ltd., and the 
impulse generator and high-voltage test 
plant were supplied by Ferranti Limited. 








Electrification Extensions 
in Western Germany 


The German Federal Railway on June 
1 inaugurated electric services on another 
250 route miles between Ludwigshafen 
and Remagen, Karlsruhe and Mannheim, 
Karlsruhe and Miihlacker, and Hamburg 
Central and Bergedorf. All these sections, 
except the last, are main lines. 

The work has been made possible by 
substantial credits furnished by the local 
Governments immediately interested. 

At the inauguration ceremony Dr. H. C. 
Seebohm, Federal Minister of Transport, 
said it was the intention to proceed with 
the electrification of other important sec- 
tions, to extend diesel operation on others 
and adopt other measures tending to 
reduce costs. 

The completion of the section from 
Karlsruhe to Mannheim marks the end of 
the present programme in Baden-Wiirttem- 
berg, giving the Divisional Management at 
Karlsruhe an electrified route-milage of 
over 370, one-third of all its lines. This is 
estimated to effect a saving of DM 19 mil- 
lion a year for coal and eventually one of 
10 million in staff charges. The section of 
24 miles from Karlsruhe to Miihlacker 
through Pforzheim connects with the lines 
of the Stuttgart Division and gives through 
electrical operation from Kehl (Strasbourg) 
to Salzburg. On the same day, except for 
its restaurant accommodation still to be 
completed, the new station at Pforzheim 
was opened to the public. 

The electrification, this on the 1,200 V. 
d.c. third rail system, of the nine-mile 
section between Hamburg and Bergedorf, 
gives a direct connection with the “S” 
Bahn routes for which that suburb has 
been asking for many years. At present 
only a proportion of the service is electric, 
pending delivery of more stock, but the 
improvement already is very noticeable 
and much appreciated. Some engineering 
works remain to be completed where the 
route crosses the old “S” Bahn lines and 
the line to Liibeck, also a new signalbox 
in the Central Station, before the full 
benefits of the alteration can be obtained. 
The journey time between the Berliner 
Tor station and Bergedorf has been re- 
duced by seven minutes. 








SELF-HELP BARROWS AT East COAST 
RESORT STATIONS.—Self-help luggage 
barrows to enable passengers to deal with 
their luggage themselves have been intro- 
duced at three Eastern Region stations 
serving coast resorts: Clacton, Wroxham, 
and Yarmouth South Town, 











ni 2 oon 





id 











July 11, 1958 


Economy measures include replacement of steam by diesel : 


of Glasgow suburban services ; 


Brief reference was made on page 30 
of our July 4 issue to alterations in British 
Railways, Scottish Region, passenger ser- 
vices, made with a view to effecting 
economies. Most of the changes took 
effect from July 7; others will apply from 
July 14 or 28. 

The Scottish Region last week announced 
that it was proposed to modify services as 
follows : — 


(a) Replacement of steam trains by light 
diesel units 

It was decided to replace some lightly- 
loaded steam services with diesel units. 
This could be done immediately by spread- 
ing the available diesels over a number of 
services, and postponing the introduction 
of some of the more intensive services 
planned. By this means it is hoped to pre- 
serve substantially the existing pattern of 
some of the more lightly-loaded services, 
and the following are examples :— 

(i) Princes Street to Glasgow Central: 
On this route, diesel twin units replace 
steam; 

(ii) Aberdeen-Ballater: A diesel twin 
unit replaces the remaining steam trains; 

(iii) Local services—Larbert, Grange- 
mouth and Polmont: The existing local 
steam services between Larbert, Grange- 
mouth, and Polmont are replaced by 
diesel twin units; 

(iv) Fifeshire : Diesel services will 
gradually replace some of the lightly- 
loaded stopping trains on the Edinburgh 
Waverley to Dundee Tay Bridge and 
Thornton to Glasgow Buchanan Street 
services. 

By this method, nearly 1,000,000 steam 
passenger miles a year are being replaced 
by diesel. 

(b) Modification suburban 
services 

A substantial change has taken place in 
the travelling habits of passengers using the 
more local of the Glasgow Suburban ser- 
vices. The evening and Saturday after- 
noon trains are very lightly loaded. To 
preserve the existing pattern of service dur- 
ing the peak periods of morning and after- 
noon travel to and from work, and the 
smaller peaks of lunchtime travel, and 
Morning and afternoon shopping travel, 
it was decided to reduce the services by 
closing the following lines after approxi- 
mately 7 p.m. and on Saturdays after 
p.m.: Cathcart Circle; Glasgow St. Enoch 
to Paisley West via Canal Line; Uplaw- 
moor; East Kilbride beyond Busby; and 
Glasgow Queen Street to Milngavie. 

The last trains, Monday to Friday, will 
leave the terminals about 7 p.m. and on 
Saturday at 2 p.m. Thereafter, the stations 
are closed (or will close) entirely for the 
Temainder of the evening and Saturday 
afternoons. During the football season, 
however, stations serving the larger grounds 
will open in accordance with a special ad- 
vertised programme. Special arrangements 
will apply to pre-arranged excursions. 

By this means, it will be possible to save 
a considerable amount of very lightly- 
loaded mileage and make station econo- 
mies without interfering unduly with the 
essential services at the peak hours of 
travel. British Railways, it is stated, wish 
to continue to make their maximum contri- 
bution to helping the Glasgow traffic prob- 
lem, and by means of these proposals they 


of Glasgow 
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Alterations in Scottish Region Passenger Services 


curtailment 


and withdrawal of stopping trains 


will fully maintain the workers’ and busi- 
ness services. 


(c) Lightly-loaded stopping trains 
Some of the more lightly-loaded pas- 
senger train services in all parts of the 


country have been or are _ being 
withdrawn because unremunerative. 
These have been carefully _ selec- 


ted to preserve essential services and mini- 
mise inconvenience. Some trains on the 
augmented passenger service between Glas- 
gow and Fife, introduced experimentally 
for a year in May, 1957, have failed to at- 
tract passengers and the worst patronised 
are withdrawn. This does not, however, 
materially affect the much improved ser- 
vices between Glasgow and Fife introduced 
after consultation with the local authorities 
concerned. Similarly, a train in each direc- 
tion between Glasgow and Aberdeen has 
been withdrawn (Mondays to Fridays). 
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Passenger trains in Scotland run approxi- 
mately 20 million miles a year. Under the 
new arrangements, 5 per cent (or 1,000,000 
miles) are being converted from steam to 
diesel, and another 5 per cent being with- 
drawn, all from off-peak hours. 

Later in the year, when railbuses begin 
to be delivered to the Scottish Region of 
British Railways, they are to be introduced 
to replace lightly-loaded branch line steam 
services. Similarly, as new diesel units are 
delivered, they will be put into service as 
quickly as possible. 

By these various means the Scottish Area 
Board hopes to preserve the essential 
features of the railway passenger services 
in Scotland. The changes are intended to 
make a_ substantial contribution to the 
financial economies which must be secured. 

In the announcement last week it was 
stated that “ The Scottish Area Board con- 
fidently invite the co-operation of the trav- 
elling public to help make these various ex- 
periments work. Everything is being done 
to maintain and improve the essential rail- 
way services offered in Scotland to the 
travelling public and the best way to see 
that they remain is for the public to use 
them as frequently as possible.” 








U.L.C. Committee Meetings in Budapest 


Discussions on technical, commercial and economic questions 


The annual meetings of the six perma- 
nent and the ad hoc committees of the 
International Union of Railways (U.L.C.) 
were held in Budapest at the invitation of 
the Hungarian State Railways on June 5- 
19. About 300 delegates attended. The 
names of the representatives of the British 
Transport Commission and of British Rail- 
ways were given in our June 6 issue. Meet- 
ings were held in the Rest Centre for Offi- 
cers of the Hungarian People’s Army. The 
arrangements for the several sessions and 
visits were made by the Hungarian State 
Railways. 


Work of Committees 
Among the matters deait with were the 


following : 

1. Passenger Traffic: ‘“* Out-of-season ” 
tariffs; ticket and inquiry offices; seat re- 
servations in international services; distri- 
bution of traffic between first and second 
classes; road and air competition, with 
special reference to air charter traffic; and 
combined rail-and-air travel. 

2. Goods Traffic: Standardisation of 
tariffs (a special meeting on this subject is 
to be held in October); T.L-T. (International 


Transit Tariff—also to be considered in 
October); zonal tariff for express parcels; 
packaging; re-icing on route of perishable 
traffic; and palletisation. 

3. Finance & Economic: Effect of rail- 
way tariffs on production costs of certain 
commodities; work performed for rail- 
ways (e.g. cleaning, C. & D.) by agencies 
and concessionaires; increases required by 
railways of fuel and power supply; pro- 
ductivity; accidents to railway servants; 
automation; transport by pipe-line; and 
operational research. 

4. Operating: Wagon turnround; im- 
provement and acceleration of interna- 
tional goods service; Customs formalities; 
uniform marking of wagons in interna- 
tional traffic. 

5 Technical Questions: Classification 
of lines according to possibilities of work- 
ing various types of motive power units; 
loading gauge for motive power units; stan- 
dardisation of signalling with special refer- 
ence to equipment of locomotives, multiple- 
unit trains and railcars; improvement of 
international telephone communications 
for railways, and possibilities of using new 
means of communication; interchangeabi- 





Mr. Joseph Nemeth, General Manager of the Hungarian State Railways, at the 
opening of the U.I.C. meeting in Budapest; on his left is Mr. G. M. Leach 
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lity of spare parts, especially couplings, 
axleboxes, and so on, of wagons; various 
specifications, e.g. steel sleepers; and brak- 
ing. 

6. Standard Rolling Stock: (a) Passenger : 
Layout and dimensions in R.1.C. require- 
ments; and (b) Goods: Sliding roofs. 

7. Traffic Costing: Wagon turnround, dis- 
tance, and number of marshalling yards 
in relation to operating costs; cost of cer- 
tain Operations carried out in stations; 
cost of transport by privately-owned 
wagons; cost of palletisation, movement in 
containers on road-rail transporters, and so 
on. 

8. Statistics: Goods traffic classified by 
distance moved; passenger and goods roll- 
ing stock performance and output. 

9. Exchange of Documentation: Creation 
of an international railway film library; 
second edition of “ General Dictionary of 
Railway Terms”; interchange of documen- 
tation between U.I.C. and Pan American 
Railway Congress Association; and use of 
microfilms in documentation, with special 
reference to legal problems involved. 

The illustration on page 55 shows Mr. 
Joseph Nemeth, General Manager of the 
Hungarian State Railways, speaking at the 
opening ceremony: (left to right): Messrs. 


P. A. Rousseau, Chief of the Executive 
Branch, U.1.C.; J. Tuja, General Section, 
U.LC.; J. Nemeth: G. M. Leach, Inter- 
national Traffic Officer, B.T.C. and Chair- 


man of the U.LC. Ist Committee (passen- 
ger traffic); and H. Dirlewanger, Chief 
Freight Officer, Swiss Federal Railways, 
and Chairman of the U.LC. 2nd Committee 
(goods traffic). 


Staff and Labour Matters 


N.U.R. Annual Conference 


In his presidential address at the Annual 
Conference of the N.U.R. which opened 
on July 7, Mr. C. W. Evans said that the 
last 12 months had witnessed “ an invasion 


by certain irresponsible and reactionary 
politici: ins into the field of industrial rela- 
tions. 

‘We reached the point where their 


actions produced a situation fraught with 
danger and when there was a distinct 
possibility of a head-on clash not merely 
between employers and employed but 
between the Government and the organised 
labour.” 

In their own industry they had reached 
a point when it became obvious that the 
Transport Commission was not a free 
agent either in the management of its 
business or in its industrial relations. 

This was because, as a_ nationalised 
undertaking, it was vulnerable to Minis- 
terial interference and control. 


London Busmen’s Wage Claim 

No agreement has been reached on the 
offer made by the London Transport 
Executive in negotiation with the Transport 
& General Workers’ Union, to give pay 
increases of 7s. 6d. a week for Green Line 
Coach Drivers with effect from June 21, 
and increases of 5s. a week for country 
bus crews, garage maintenance staff, and 
Green Line Coach Conductors, to take 
effect from July 2. 

The London Transport Executive has 
stated that it is not prepared to go beyond 
this offer but the busmen’s representatives 
feel that it does not fulfil the intention 
expressed in the terms under which the 
bus strike was ended. The union repre- 
sentatives contend the basis of the settle- 
ment, implied that the Green Line Drivers 
would get the 8s. 6d. awarded to the 
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Central London Busmen. They based their 
contention on the clause in the settlement 
which said it was not the intention that any 
decision arising from the review of the 
wages of country services staff should leave 
the wages of such staff in an unfavourable 
position compared with other staffs inside 
the L.T.E. Road Services or comparable 
grades elsewhere. 

As no agreement has been reached, the 
London Busmen’s Negotiating Committee 
have decided to appeal to Sir Wilfred 
Neden, the Minister of Labour’s Chief 
Industrial Commissioner, to intercede with 
the London Transport Executive. 

The Chief Industrial Commissioner will 
meet the parties concerned in the dispute 
today, July 11. 


National Council for the Omnibus Industry 

No agreement was reached in London on 
July 4 by the sub-committee of the 
National Council for the Omnibus Indus- 
try which is dealing with the pay claim for 
busmen employed in company services 
outside London. 

The sub-committee will now report to a 
full meeting of the national council on a 
date to be — 


Pediementery Notes 
Disused Branch Lines 


Viscount Hinchingbrooke (Dorset S.— 
C.), on the motion for the adjournment 
on June 23, called attention in the House 
of Commons to future disused branch 
lines. The more of these lines that were 
closed, he said, and the quicker the 
B.T.C. produced its economies, the more 
satisfactory it would be for all concerned. 
It was notable when two branch lines in 
his constituency were closed—and he in- 
curred some unpopularity because he had 
refused to support the plea that these 
should remain open—that the public had 
to suifer increased charges for transport. 

From 1950 to date it would seem that 
150 branch lines had been closed down, 
covering a route mileage of 1,772, and 
achieving an estimated annual saving of 
£1,677,000-odd, which, at first sight, would 
appear to be fairly satisfactory. Then 
there was the estimated book value of 
assets displaced, including stations, which 
would appear to be £8,723,000-odd, net- 
ting receipts to the Commission for land 
sold of about £2,184,000. Why the dif- 
ference of about £6,540,000 between the 
two figures’ 

It was explained later by Mr. G. R. 
Nugent, Joint Parliamentary Secretary to 
the Ministry of Transport & Civil Avia- 
tion that the net figure of £6°5 million 
was virtually a book loss and related to 
the book value of those lines at the time 
the Commission took them over from 
the previous public companies. 

Viscount Hinchingbrooke asked what 
was the Commission policy for the dis- 
posal of land when the lines went out of 
use. The Commission did not seem to 
have pursued a very active sales promo- 
tion in the last seven years. He was 
afraid the Commission was indulging in 
a dog-in-the-manger policy. They had 
now to consider rather more urgently than 
in the past what was to happen to those 
branch lines, because the Government had 
recently announced that the Midland & 
Great Northern line was redundant. That 
was a justifiably ruthless policy, having 
regard to the need for making economies. 

There was quiet a good prospect for 
private enterprise to come in and re-acti- 
vate on a new basis those branch lines 
which were to be closed down. If the 
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Government or the Commission were to 
declare their policy for the future of these 
branch lines, and were to announce that 
they would be sold off by tender to suit- 
able bidders the capital would be found, 
as, for example, had been evident when 
the I.T.A. was brought into existence as 
a competitor with the B.B.C., or when 
iron and steel was denationalised, or road 
haulage was bought back from the Road 
Haulage Executive. There was no reason 
at all why private enterprise should not 
move swiftly in this modern age of trans- 
port and do something which was not 
quite on the same Rolls-Royce standards 
as British Railways, but, at any rate, was 
very close to it. 

Lord Hinchingbrooke looked forward 
to the time when on these disused branches 
they could get small petrol or diesel rail- 
cars, holding perhaps 15-20 people, with a 
single driver-conductor, proceeding at 30- 
40 m.p.h. over permanent way which was 
not maintained in the state of perfection 
one found on the main line railways, but 
of a sufficiently high standard to withstand 
the rolling stock used. There would be 
no need for station staff. The stations 
would become waiting shelters for the pub- 
lic. There would be no signalling, except 
perhaps at level crossings. 

Mr. G. R. H. Nugent, replying to Vis- 
count Hinchingbrooke, said that the 
B.T.C. had tried the idea of the light 
diesel services. The experimental service 
on the Banbury-Buckingham line was 
found to be fairly successful in attracting 
new traffic, but the capital cost was still 
very high. The Commission had now gone 
on to have built 22 diesel railbuses ac- 
commodating 40-50 passengers. These 
would cost about £12,500 each, and would 
be distributed over four Regions. The 
alternative of going over to the light rail- 
way had very limited application. 

As regards disposals, there was the al- 
ternative of either disposing of the rail- 
way as a going concern or breaking it up. 
No one had yet purchased one. In the 
Isle of Wight a private company was 
formed in 1955 to purchase branch lines 
in the Isle of Wight, but in the event no 
proposition had yet appeared to acquire 
these lines which the B.T.C. could seri- 
ously consider. The same comment ap- 
plied to the Welshpool-Llanfair line. Such 
propositions had very limited prospects. 
As to the alternative method of disposal 
by breaking up, rolling stock, signalling 
gear, rails, and even the ballast could all 
be sold and were useful, but the site, was, 
of course, very specialised. It had no 
value except for a railway or another 
track. 

“IT should welcome any constructive 
suggestions as to better use which could 
be made of this land, or if there were any 
hero prepared to take over a complete 
railway line,” concluded Mr. Nugent, “ the 
Commission would only be too delighted 
to sell the whole bag of tricks if it were 
given a firm offer. We have to accept 
that when a line is closed down its com- 
mercial prospects are so dim as to be 
practically non-existent. The only alter- 
native is to break up the line and to make 
the best use one can of the assets.” 

Lord Hinchingbrooke wondered whether 
the Commission’s standards were too high. 
A lower standard would leave quite a dif- 
ferent economic picture, and private en- 
terprise might be able to use the line to 
advantage and show profits. 

Mr. Nugent replied that it was unlikely 
that the Minister of Transport could 
accept lower standards if they were to 
achieve the standards of safety essential 
on our railways. 
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Questions in Parliament, 


London Airport Rail Link Schemes 

Mr. Marcus Lipton (Brixton—Lab.) 
asked the Minister of Transport & Civil 
Aviation on June 18 what progress has 
been made in providing improved rail 
communication between London Airport 
and Central London. 

Mr. Airey Neave, Parliamentary Secre- 
tary: We are awaiting detailed proposals 
for monorail systems. Before a conclusion 
is reached these must be compared with 
the scheme for a conventional rail link. 
Account must be taken of the large 
capital expenditure involved and the pos- 
sible effects on rail traffic of a new motor- 
way. 

Mr. Neave added that a rail link with 
the airport would cost between £16} mil- 
lion and £18 million. Three separate 
monorail systems were under examination. 


Telephones and Wireless on Trains 

Mr. W. Teeling (Pavilion, Brighton— 
C.) asked the Minister of Transport & 
Civil Aviation on June 18 whether he 
would give general directions to the 
B.T.C. and to B.O.A.C. and B.E.A. that 
they make it possible, as in the U.S.A., to 
telephone from trains and aircraft and to 
install wireless. 

Mr. Airey Neave, Parliamentary Secre- 
tary. No. This is a matter for the under- 
takings themselves which have already 
investigated it thoroughly. The general 
conclusion is that the provision of these 
facilities would be too costly; on some air 
routes there are, in addition, technical and 
language difficulties. 


Electrification Progress 


Mr. G. Lindgren (Wellingborough 
Lab.) asked the Minister of Transport & 
Civil Aviation on July 2 to what extent, 
as a result of Government financial policy, 
the electrification section of the B.T.C. 
modernisation programme was likely to 
be in any way retarded. 

Mr. Harold Watkinson, ‘n a _ written 
reply: With the additional £25 million 
which the Government authorised in May 
for investment in the railways in 1958 and 
1959 as part of the arrangements for 
strengthening the B.T.C. financial position, 
there should be no slowing down of electri- 
fication projects. 


Trains Late with Mail 


Mr. George Thomason (Dundee E. 
Lab.) asked the Postmaster General on 
June 25 to state for the month of May 
the number of occasions on which the 
7.45 p.m. mail train from Kings Cross to 
Dundee arrived in Dundee in time to 
ensure that the letters carried by it were 
delivered by the first delivery in the city. 

Mr. K. Thompson, Assistant Postmaster 
General: 22 occasions out of 27. 


Staggered Working Hours 

Mr. Ernest Davies (Enfield E.—Lab.) 
asked the Minister of Transport & Civil 
Aviation on June 25 to what extent he 
has been informed of the staggering of 
hours of work during the London bus 
stoppage, and its effect; and what action 
he proposes to take to continue its opera- 
tion when the dispute ends. 

Mr. Harold Watkinson, in a written 
teply: I received from the L.T.E. daily 
reports on travelling conditions. It was 
clear that employers and staff alike re- 
sponded very well to the appeal I made 
when the strike began that a special effort 
to stagger hours should be made, and the 
peaks were spread over two or three hours. 
Uhave now made a further appeal asking 
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Londoners to continue the staggered hours 
which the bus strike showed were practic- 
able and the Crush Hour Committee has 
asked the Chairmen of Central London’s 
six zones to explore urgently how the 
experience of the strike can be turned to 
lasting benefit. 


Railwaymen’s Fear of Redundancy 


Mr. E. Du Cann (Taunton—C.) asked 
the Minister of Labour on July 2 how 
many persons formerly employed by 
British Railways in Taunton had sought 
new employment through the local offices 
of his department; for how many persons 
new employment had been found; what 
prospects exist of finding further employ- 
ment. 
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Mr. Iain Macleod: Thirty-six workers 
discharged by British Railways at Taunton 
at the end of May have registered for 
employment at my local offices. Of these 
32 have obtained other work and four are 
still unemployed. He added that Taunton 
was reasonably well off compared with 
many of the other serious problems “ that 
we have.” 

Mr. F. Noel-Baker (Swindon—Lab.); 
Although Taunton may be relatively well 
placed, there is a good deal of anxiety 
among railway workers throughout the 
Western Region of British Railways, not 
least of all in my own constituency, about 
the prospects. Will the Minister keep a 
close watch on the situation, and keep in 
touch with the Minister of Transport? 








Contracts and Tenders 


Diesel railcars for British Railways, Western Region 


The British Transport Commission has 
placed an order with the Pressed Steel Co. 
Ltd., Paisley, for 48 diesel cars and trailers 
for the Western Region of British Rail- 
ways. Most of the vehicles are intended 
for West of England services and over half 
of them will be operated as three-car train 
sets, each with a buffet car. The remainder 
will be used as single-units or with trailer 
cars. The order consists of nine motor 
brake open composite cars, nine motor 
open second class cars with lavatories, and 
10 trailer open second class cars with buf- 
fets, all for three car sets; 14 motor brake 
second class cars with driving cab at each 
end for use singly or with trailer; and 
six driving trailer second class cars. All 
the vehicles will be 63 ft. 6 in. long. Two 
B.U.T. 150-h.p. engines will be fitted to 
each of the 32 powered cars. 


New Zealand Government Railways has 
placed a contract with A. & G. Price 
Limited, Thames, New Zealand, for 10 
20-ton 150-h.p. diesel shunting locomotives. 
They will be used for light shunting duties 
at busy country stations and generally 
driven by qualified members of the station 
staff. 


Siemens Edison Swan Limited has 
received an order from the South African 
Railways for the supply of seven 
private automatic telephone branch ex- 
changes to the value of some £90,000. 
They involve a total of 1,000 lines initially 
and will be equipped for 2,300 lines ulti- 
mately. The exchanges will use high- 
speed motor uniselectors for the main 
switching circuits and will embody voice 
frequency signalling equipment. 


The Eastern Region of British Railways 
has placed contracts with Westinghouse 
Brake & Signal Co. Ltd. for the supply 
and installation of signalling equipment in 
connection with the 50-cvcle a.c. electrifi- 
cation between Bethnal Green and Hack- 
ney Downs, Enfield Town, Chingford. 
Cheshunt, Broxbourne, Bishops Stortford 
and Hertford East and also on the 
L.T. & S. line between Basildon and Shoe- 
buryness. 

The former contract entails substantial 
modifications to the existing signalling 
equipment between Bethnal Green, Hack- 
ney Downs, Enfield Town and Chingford 
installed by Westinghouse between 1934 
and 1938, as well as the provision of new 
electric signalling equipment between Bury 
Street Junction, Bishops Stortford and 
Hertford East. This extends over some 47 


route miles. The London, Tilbury & 
Southend scheme involves the provision of 
new electric signalling equipment and 
covers some 20 route miles. The scheme 
comprises the provision and installation of 
main d.c. searchlight signals, shunt and 
subsidiary signals, style M.3 high voltage 
a.c. point machines and style R (a.c. im- 
mune) d.c. track circuits. All-electric route 
relay interlocking systems will be employed 
at Broxbourne, Harlow, Pitsea and South- 
end Central operated by a push-button 
control panel. In the majority of instances 
where existing signalboxes are to be re- 
tained, the signals will be operated by 
thumb switches on a control panel whilst 
the mechanical levers will be retained for 
point operation. The signalling at the new 
station to be built at Harlow New Town 
will be remotely controlled from the sig- 
nalbox at Harlow, some two miles distant. 


The British Transport Commission, South 
Wales Docks, has placed the following 
coniracts : — 

Fairfield Shipbuilding & Engineering 
Co. Ltd.: supply and erection of new 
outer lock gates, Port Talbot Docks 

Land & Marine Contractors Limited: 
reconstruction of crane track for new 
buik discharging berth, No. 2 Dock, 
Barry Docks 

General Engineering (Swansea) Limi- 

ted: general overhaul of shb. Sir Ernest 
Palmer. 


The Special Register Information 
Service, Export Services Branch, Board of 
Trade, has received calls for tenders as 
follow :— 


From Australia: 


2 main-line mixed-traffic diesel-electric 
locomotives, 3-ft. 6-in. gauge. 

The issuing authority and address to 
which bids should be sent is the Chairman, 
Western Australian Government Tender 
Board, 74, Murray Street, Perth. The ten- 
der No. is 391A 1958. The closing date is 
September 11, 1958. The Board of Trade 
reference is ESB/16721/58. 


From Korea: 


12 sets of preservative treated timber 
sleepers, 7 in. x 9 in., and in lengths 
varying from 8 ft. 6 in. to 15 ft. 6 in. 
for No. 8 turnouts. 

The issuing authority and address to 
which bids should be sent is the Office of 
Supply, Government of the Republic of 
Korea, Seoul, Korea. This purchase will 
be financed by the International Co-opera- 





tion Administration (1.C.A.), the agency 
through which the United States Govern- 
ment gives economic and technical assist- 
ance to other countries. The closing date 
is July 23, 1958. The tender No. is 
89-33-453-6-70394.1. The Board of Trade 
reference is ESB/16985/58/1.C.A. 


Further details regarding the above 
tenders, together with photo-copies of 
tender documents, can be obtained from 
the Branch (Lacon House, Theobalds 
Road, W.C.1.). 


Notes and News 


Extension of “ Assured Arrival” Service 
in Scotland.—As a result of the success of 
the “assured arrival” service introduced 
on April 8, 1958, from Glasgow to Aber- 
deen and Dundee, British Railways, Scot- 
tish Region, has extended this facility to 
Elgin and Inverness and in the reverse 
direction. Under this scheme traders have 
an assurance of an overnight service for 


their freight train traffic. Nearly 35,000 
consignments have been carried success- 
fully by the service since April. 


Eastern Region Mayors Entertained.— Mr. 
H. C. Johnson, General Manager of the 
Eastern Region, was host at a luncheon on 
July 2 at the Great Northern Hotel, Kings 
Cross, to members of the staff of the 
Eastern Region who have been elected to 
civic office during the 1958-59 municipal 
year. The guests included the Mayors of 
Doncaster, Leyton and Great Yarmouth, 
and the Deputy Mayors of Harwich, Ips- 
wich, and Leyton. 


Improvements at Cardiff, Western Region. 
At Cardiff General Station, on July 8, 


Mr Anthony Berry, Member of the 
Western Area Board of the British Trans- 
port Commission, officially opened new 
booking and enquiry offices and a new 
grill room extension to the restaurant; and 


at Cardiff (Newtown) Goods Depot in- 
augurated a punched card centre for the 
complete mechanisation of traders’ car- 
riage accounts The ceremonies were 
attended by Mr. A. C. B. Pickford, Assis- 


tant General Manager (Traffic), British 
Railways, Western Region; Mr. W. R. 
Stevens, Divisional Traffic Manager, Car- 


diff, Western Region; Mr. E. K. Portman- 
Dixon, Chief of Restaurant Cars and Re- 


The Gower Restaurant at Cardiff General Station, 


Western Region 
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freshment Rooms, B.T.C. Hotels & Cater- 
ing Services; Mr. G. L. Hopwood, 
Director, Westinghouse Garrard Limited 
(which supplied the Flexiprinter and 
Multiprinter ticket issue machines for the 
booking office); and other officers of the 
Western Region and guests. 


Dissolution of G.N.R. (I.).—The Northern 
Ireland Minister for Industry & Commerce 
has made an order to provide for the dis- 
solution of the Great Northern Railway 
Company (Ireland). The company ceased 
to own and operate the G.N.R. under- 
taking in 1953, when the Great Northern 
Railway Board was formed, with mem- 
bers appointed by the Governments of 
Northern Ireland and the Republic. The 
railway will be taken over by Coras 
lompair Eireann in respect of the portion 
in the Republic on October 1, and the 
portions in Northern Ireland by the Ulster 
Transport Authority on the same date. 


Southern Region Electric Train and Steam 
Locomotive in Collision—The 9.41 a.m. 
electric train from Gravesend to Charing 
Cross and a steam locomotive hauling 
empty carriages from a siding collided 
head-on a few yards from the end of the 
platform at Maze Hill Station, British 
Railways, Southern Region, on July 4. 
Forty-six people received injuries, but only 
five were detained in hospital. The cab 
of the electric train was completely 
destroyed, but the motorman jumped out 
of the window at the moment of impact. 
Both up and down lines were blocked and 
trains had to be diverted for several hours. 


Additional Ship for Associated Humber 
Lines.—The second of the six new ships 
being built on the Clyde for Associated 
Humber Lines Limited was launched and 
named Darlington on July 1, by Mrs. 
Martin-Jenkins, wife of Mr. D. F. Martin- 
Jenkins, a member of the Shipping & 
International Services sub-commission of 
the B.T.C. The builders are James Lamont 
& Co. Ltd., of Greenock. The vessel, of 
approximately 1,100 tons total dead- 
weight, giving 950 tons cargo deadweight, 
is being built to the design prepared by 
the B.T.C. consultants, Messrs. Burness, 
Corlett & Partners, in conjunction with 
Associated Humber Lines _ technical 
officers. It is a single screw cargo motor 
ship with Ruston & Hornsby engines and 
will have a service speed of 124 knots. 


July 11, 1958 


Length overall is 231 ft. and moulded 
breadth 39 ft. The vessel will trade in the 
Goole and Hull services to the near Con- 
tinental ports. Special attention has been 
given to conveyance of railway containers; 
the ship will be able to carry up to 30 of 
the large type and correspondingly higher 
numbers of the smaller types. The two 
cargo holds are particularly suited to 
stowage of palletised  traffics. Large 
hatches of the MacGregor type will assist 
in rapid turnround. No. 1 hold is served 
by two seven-ton and No. 2 by two 10-ton 
derricks. Propelling machinery is placed 
aft. The single-screw diesel engine is the 
Ruston & Hornsby 7 V.O.X.M. 


Reconstruction of Northwood Bri 
London Transport.—Work has started on 
the reconstruction of the bridge carrying 
the road over the Metropolitan Line, Lon- 
don Transport, in Green Lane, as recorded 
in our Contracts and Tenders section last 
week. The present iron-construction bridge 
will be replaced with a new steel and 
concrete structure and widened from 40 ft. 
to 49 ft. 6 in. At the same time another 
span will be added on the north side of 
the bridge ready for the quadrupling of the 
line. Part of the work on the abutments 
and the centre pier for the new span was 
completed before the war. 


London Midland Region Traffic Organisa- 
tion. After the formal opening in Liver- 
pool on May 12 of the offices of the first 
of six Divisional headquarters established 
under the London Midland Region traffic 
reorganisation, the offices of other Divi- 
sions were opened in Barrow on July 1, 
London on July 4 (see comment on page 
34), Manchester on July 7, and Notting- 
ham on July 10. A further Divisional 
office is to be opened in Birmingham. The 
Opening ceremonies at Barrow, Liverpool, 
Manchester, and Nottingham were per- 
formed by Mr. David Blee, General 
Manager of the London Midland Region, 
in the presence of Members of the Lon- 
don Midland Area Board, railway officers, 
civic dignitaries and representatives of 
trade and industry. 


Success of “Freedom of Scotland” Tic- 
kets.—The “ Freedom of Scotland” season 


ticket introduced by British Railways, 
Scottish Region, for the first time this year 
is reported to be selling well on both sides 
The rail ticket provides 


of the Border. 





Main machine room in the Cardiff (Newtown) punched card 


accounting centre 














Spa PS Or sa Sc 


aa. mn eek on cl See 














July 11, 1958 


unlimited travel facilities for seven con- 
secutive days anywhere on British Rail- 
ways in Scotland and on the Clyde Coast 
and Loch Lomond steamer services of the 
Caledonian Steam Packet Co. Ltd. The 
largest booking so far has been made by 
a school at Buckie, in Banffshire, for a 
party of 28 making an extensive railway 
and steamer tour including journeys in the 
Firth of Clyde and on Loch Lomond. 


Mobil Oil Co. Ltd. Opens New Offices in 
Plymouth.—Mobil Oil Co. Ltd. announces 
the opening of a new branch office in Ply- 
mouth to cater for its expanded marketing 
activities in Devon and Cornwall. This 
branch office will handle the company’s 
lubricating oil business in these counties 


Continental Railway Engineers at Notting 
Hill Gate, L.T.E—A party of Continental 
railway engineers visited the reconstruc 
tion of Notting Hill Gate Station, Lop 
don Transport, on June 30. The visitors 
were escorted over the works and escala- 
tor shafts by Mr. H. G. Follenfant, New 
Works Engineer, London Transport, and 
Mr. L. Drain, Resident Engineer at Notting 
Hill Gate for the consulting engineers 
Messrs. Mott, Hay & Anderson. At 
Notting Hill Gate, London Transport is 
carrying out its largest station reconstruc 
tion task since the war. When completed 
the present Circle and Central Line 
stations, on opposite sides of Notting Hill 
Gate, will be replaced by a single station 
below ground level with a booking hall 
deneath the newly-widened road. Work 
on the new station started in September 
1956, and is expected to be completed in 
the summer of 1960. 


W. H. Allen Sons & Co. Ltd. Record Out- 
put.—The steady increase in output experi 
enced during recent years by W. H. Allen 
Sons & Co. Ltd. has been maintained and 
the figure for 1957 represents a new record 
for the company. Capital expenditure 
during the year exceeded £400,000 and 
further commitments at the year-end 
totalled £240,000. Substantial additional 
expenditure is envisaged, particularly in 





1958 and 1959, to implement plans 

modernisation and _ expansion. This 
additional expenditure, it is stated by the 
chairman, Mr. W. K. G. Allen, may 
exceed £600,000 and, as the increased 


capacity arising from this expenditure is 
brought into operation, further working 
capital will be needed. 


Morgan Crucible Co. Ltd. Results.—The 
icome from sales by the Morgan Crucible 
group of companies for the year ended 
March 30 was maintained in spite of a 
modest drop in volume, resulting in an 
excess of income over expenditure of just 
under £2 million. This is stated to match 


the figure of last year, if allowance is mad 
for difference in amount of depreciation 
provided. Some 45 per cent of group 


sales were in countries outside the home 
market. With regard to capital expendi 
ture, current expenditure at £950,000 ji 
roughly £500.000 less than in the previou 
year. Commitments at the year-end were 
only £201,000. In the current year it is 
hoped that the expanding range of markets 
and products of the group “ may enable it 
to keep its business on a level keel.” 


Associated Electrical Industries Limited 
Product Divisions.—Two new divisic 
of Associated Electrical Industries Limited 
will become operative on July 1. They 
are the A.E.I. turbine-generator division 
managed by Metropolitan-Vickers Electri 
cal Co. Ltd., and the A.E.I. heavy plant 
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At Notting Hill Gate: Mr. H. G. Follenfant (second from left) with (left to right) 
E. Rockwell, L.T.E.; 


Messrs. Bridel, S.F.R.; 
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Guerlin, S.N.C.F.; Dehaen, 


S.N.C.B.; S. Pisano, Italian State; Dumas, and Van den? Bogaert! S.N.C.F. 


division, managed by British Thomson- 
Houston Co. Ltd. These divisions will 
handle the design, manufacture, and sales 


of all products falling within the two 
categories. They are the first A.E.I. 
divisions to be formed, following the 


announcement by Viscount Chandos, the 
Chairman, at the annual general meeting, 
of the proposed change to an A.E.I. divi- 
sional organisation based on products. The 
headquarters of the  turbine-generator 
division is at Metropolitan-Vickers, Traf- 
ford Park, Manchester, 17, and the heavy 


plant division at British 


Houston, Rugby. 


Thomson- 


Cold Meece Station Closed.—Cold Meece 
Station, Staffs., the terminus of a short 
branch in the London Midland Region 
near Norton Bridge. has been closed. It 
was built in 1941 to cater for workpeople 
travelling to the nearby Ordnance factory. 
There are four platforms, and the station 
was able to deal with five trains conveying 
thousands of passengers within 25 min. 
At the peak period there were three 





Presentation to 


Mr. E. Leppard 


(See editorial comment on page 33) 


At Lancing Works on July 4: Mrs, Leppard, Mr, E. 





Leppcrd, Mr. E. Scarfield 





60 


arrivals and three departures of five trains 
three times a day with shiftworkers, and 
a “long day” workers’ train for contrac- 
tors’ employees and maintenance staff 
morning and evening, also a recreational 
train on Saturdays. With the decision last 
autumn to close the factory under the 
Government scheme to concentrate R.O.F. 
production at fewer centres, came the 
inevitable fall away of labour. 


Electrification Progress in Portugal. 
Electrification of the Portuguese Railways 
Lisbon-Oporto main line has been com- 
pleted from Lisbon as far as Entron- 
camento, 70 miles. This completes the 
first phase of the project. 


Jamaica Government Loan Fails.—Under- 
writers were left with about 60 per cent of 
the Jamaica 6 per cent £4,000,000 loan 
when the application list closed on July 3. 
The proceeds of the loan will be applied 
to the financing of development works, 
including port, harbour, and _ railway 
improvements. 


L.T.E. “Red Rover” Tickets. —The 
London Transport “ Red Rover” ticket is 
available only on Central buses and 
trolleybuses and not on L.T.E. country 
buses, as was stated in error in last week’s 
issue. For the country buses the corres- 
ponding ticket is the “Green Rover,” 
which, however, is not available on Green 
Line coaches. 


British Institute of Management National 
Conference.—The challenge to managers 
of the economic, political, and techno- 
logical changes of the modern world is to 
be the theme of the 1958 national confer- 
ence of the British Institute of Manage- 
ment. Mr. Peter Thorneycroft, M.P., will 
open the conference, which will be held in 
Brighton on November 26-28. 

Renovation of Two L.T.E. Departmental 
Locomotives.—Two departmental loco- 
motives of the London Transport 
Executive which were placed in service as 
battery locomotives in 1909 on the former 
Metropolitan District Railway are being 
renovated. Later the two locomotives, 
numbered L.8 and L.9 in the L.T.E. stock 
book, were converted to pick up current 
from the third rail in the normal manner, 
and the batteries removed. The driving 
control equipment, much of which is 
original, is now being replaced by some 
from scrapped ex-District Railway 1910-13 
stock. With more recent motors already 
fitted, and the new renovations, these units 
are expected to have a further useful 
service life of 15 years. 


Hunslet (Holdings) Limited Share Capital. 

Application has been made for London 
and Leeds quotations for, and permission 
to deal in, the whole of the issued share 
capital, £300,000 in 5s. shares, and 
£300,000 64 per cent debenture stock, 
1978-83, of Hunslet (Holdings) Limited. 
The company was formed recently to 
acquire the share capitals of four sub- 
sidiaries. Principal of these is the Huns- 
let Engine Co. Ltd. As yet, almost the 
whole of group earnings comes from the 
principal subsidiary. Average profits of 
the Hunslet Engine Co. Ltd. for the five 
years ending July 31, 1957, were £161,000 
before tax. Profits for 1957-58 are ex- 
pected to exceed the five-year average and 
in the absence of any serious trading de- 
terioration a 74 per cent dividend for 1958- 
59 would be recommended. The present 
order book is satisfactory and should en- 
sure full production for the next 18 
months, though orders are competitively 
priced and costs continue to rise. The 
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brokers are Cazenove & Co. Ltd. in Lon- 
er Potter Stephens & Co. Ltd. in 
eeds. 


Charles Churchill Reorganisation.—The 
Chairman of Charles Churchill & Co. Ltd., 
Mr. J. B. S. Gabriel, in his review of the 
results for the year ended March 31, states 
that satisfactory results have been obtained 
despite difficulties in trading conditions 
and uncertainty as to the future. For 
economic and competitive reasons, he 
observes, the trade in traditional markets 
requires increasing attention and _ the 
initiation of new ideas and practices, and 
with this end in view steps are being taken 
to increase operating effectiveness of the 
Group. These include modernisation of 
some manufacturing and _ distributing 
centres, setting up a small market research 
department, efforts to recruit and train 
adequate managerial and technical staff 
and expansion of the sales force. 


Fitted Freight Trains on British Railways. 
—Re‘erence is made on page 13 of our 
July 4 issue to progress in the fitting of 
vacuum brakes to British Railways goods 
stock, as recorded in the British Transport 
Commission report for 1957. In the fifth 
and ninth lines of the penultimate para- 
graph on the page the word fitted ” 
should be read, and not “filled,” as was 
printed in error. 


British Standard for Drawing Instruments 
for Drawing Office Use.—This British 
Standard (B.S. 1709:1958) combines in 
one volume, and sunersedes, the previous 
editions of B.S. 1709 and B.S. 2460. 
“Drawing instruments” refers to those 
instruments usually contained in a set or 
case; it does not include such items as 
scales, set squares, tee squares and pro- 
tractors, which are more correctly termed 
“drawing office equipment.” The first 
half of the standard specifies materials and 
certain important dimensions in respect of 
each of the instruments which make up a 
“full set.” Requirements are now i 

cluded for plated instruments. “B.S. 
1709” is one of the marks required to 
appear on each case; alternatively, the 
B.S.I. registered certification trade mark 
may be used, if the manufacturer is 
licensed to do so. The latter half of the 
publication is devoted to the nomenclature 
of drawing instruments. Convies of this 
standard may be obtained from the British 
Standards Institution, Sales Branch, 2, 
Park Street, London, W.1; the price is 


Railway Stock Market 


There h&s been a response, but a rather 
cautious one, to the major relaxation of 
the credit squeeze announced last week by 
the Chancellor of the Exchequer, Mr. D. 
Heathcoat Amory. British Funds strength- 
ened, and the majority of industrial shares 
moved higher, but earlier gains were not 
fully held. In future it will be easier for 
industry to get loans from the banks and 
to get C.LC. permission for new issues. 
In fact, there is talk in the City that over 
the next few weeks a rush of new issues is 
likely. On the other hand, in many indus- 
tries production has been tending to decline 
and profit margins have been narrowing as 
a result of increased competition at home 
and overseas. It may, therefore, be some 
months before an upward trend in earn- 
ings is resumed. This view apparently ex- 
plains why there has been no strong buy- 
ing movement in stock markets. Demand 
has proved to-.be selective, although, bear- 
ing in mind that the tendency is for stock 
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markets to attempt to discount the fut 
a good way ahead, more active and bug 
ant conditions seem likely to deve 
before long. A factor which appears 
have affected sentiment in the City is tha 
the C.I.C. has been given wider powers jj 
some directions, because, in future, 
over deals on a share exchange basis 
have to have their approval. : 

The increased activity in stock markets 
has not extended to foreign rails, ame 
which Antofagasta ordinary and preferen e 
were virtually unchanged on balance at # 
and 294 respectively. Mexican Centra 
“A” bearer debentures kept their rece 
rise to 694. San Paulo Railway 3s. 
again changed hands around 2s., but Unite 
of Havana second income stock strength- 
ened from 63 to 7. , 

Brazil Railway bonds were 54, with 
Costa Rica ordinary stock 16, and the 6 
per cent first debentures 74s. xd. Chilean 
Northern 54 per cent first debentures were 
374, Guayaquil & Quito assented bonds 
754 xd and Paraguay Central prior debens 
tures 12. International of Central America 
common shares were again quoted at $2] 
and the preferred stock at $123. E 

West of India Portuguese capital stock 
changed hands at 78 and was quoted at 
79 “ middle,” while the 5 per cent deben: 
tures, quoted at 674, have marked 64, 
Barsi ordinary stock was 23. : 

Canadian Pacifics have been active” 
around $514 xd; the preference stock’y 
524 and 4 per cent debentures 653. Whi 
Pass shares changed hands around $1 y 
Elsewhere, Nyasaland Railways shares were = 
674 9d. and the 34 per cent debentures: 

74. : 

Where changed, shares of locomotive 
builders, engineering, and kindred com 
panies recorded small movements. Westi 
house Brake have come back to 38s. 
compared with 39s. 3d. a week ago, but 
Beyer Peacock 5s. shares remained at 88" 
l$d., Charles Roberts 5s. shares were § 
North British Locomotive 12s. 104d. and) 
Birmingham Wagon at 15s. 3d. were within” 
3d. of the level ruling a week ago. Wagon 
Repairs 5s. shares were 11s, 3d. and G. dD. 
Peters dealt in at 22s. 6d. 

Pressed Steel 5s. shares have strengthened” 
from 15s. a week ago to 15s. 44d. followe = 
ing news of the offer to shareholders of 7 
£3,500,000 of 6 per cent debentures (1978 = 
83) at 984. The yield is nearly 64 per cent 
and heavy oversubscription of the offer and ~ 
a premium of around 30s. when dealings © 
start are expected in the City. Clarke® 
Chapman shares have been marked up” 
strongly from 115s. to 125s. on the pro-” 
posed free scrip issue of 100 per cent, = 
though the directors say that the doubling © 
of the capital does not mean that any more 
will be distributed in dividend, The com- 
pany has also made arrangements for a7@ 
private placing of £1,500,000 debenture 
stock with a 20-year life. % 

Elsewhere, Associated Electrical shares ~ 
have been well maintained at 49s. 9d. and | 
the premium on the new 6 per cent deben- = 
tures was up to 37s. 6d. General Electric 
at 32s. 9d. were slightly lower than a week © 
ago and English Electric gained a few™ 
pence at 52s. 9d. Crompton Parkinson 58.7 
shares showed firmness at 10s. 44d. BL® 
Cables were 43s, 3d. and Vokes 5s. shares — 
firm at 15s. 3d. while Ruston & Hornsby | 
at 27s. 6d. were again higher on the past = 
year’s results. Metal Industries at 33s. 14d. g 
xd., gained a further 1s. 3d. in response to © 
the record profits. Ferrybridge Industries 7 
4s. shares were firm at 14s. 14d. xd. T. W. 
Ward held their rise to 77s. 3d. British | 
Timken shares eased to 45s. 9d. while the” 
10s. shares of the Dowty Group rose from 
31s. 6d. to 32s. 6d. 
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